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Built to the highest class of Lloyd's 
Register for passenger ships, the Ocean 
Monarch is the first British ship, and the 
largest, to be constructed primarily 
for cruising service. This impressive 
vessel is equipped with HENLEY Ship- 
wiring Cables and was built for 
the Furness, Withy Line by Vickers 
Armstrong Ltd. at their Walker-on- 
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Down to the sea in ships... 


More ships and yet more ships, and a great cail for steel to 
build them. All our resources are turned to one purpose, to 
help each and every one of our customers to the best of 
our ability, treating every one with fairness in all matters 
—— connected with service and delivery. 
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APPLEBY-FRODINGHAM STEEL COMPANY, SCUNTHORPE, LINCS. 


Branch of the United Steel Companies iimited Telegrams: “Appfrod’’ Scunthorpe 


Telephone: Scunthorpe 3411 (9 lines) 
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In 1947 the T.S.S. * Arnhem "' went 
TSS ARNHEM into service on the Harwich-Hook 
crossing, giving a praiseworthy per- 
formance. It is significant that when 
the sister shi;, T.S.S. * Amsterdam ' 
joined the service on this route in 
1950, its boiler equipment was 
identical—including Melesco 
Superheaters 
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; Frigidaire marine refrigeration equipment 
= has these advantages : 
st products ot * I easil) stalled ch economical 
materials and 
* It ened specifically for marine usage 
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* Frigidaire service and parts are avail- 
able in almost every country and port 
in the world. 
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gidaire Dealer or write direct to Frigidaire. 
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IN BRITAIN BY FRIGIDAIRE DIVISION OF GENERAL MOTORS LIMITED 
LANE, KINGSBURY, LONDON, N.W.9 TELEPHONE : COLINDALE 6541 





The Shipping World 





O72 wheeche we serve 


~ . 
— same Oe ~“ee 
Ss Se. te . 22 ew 


RICHARDSONS, WESTGARTH & CO. 


WAL LSS US ON-TYNE & HARTLEPOOL 


a 











Where can your goods go? 


but economic conditions, currency re- 
exercise a limiting effect ... It is part 
ninster Bank to provide the accurate 


pa isle ann cs none ligt _ FOR HEAVY LIFTS 


» any discussions of new markets and 


This facility is included in the wider 
ink offers to all importers and exporters FAST CARGO SERVICES 
in a booklet called The Foreign Busin between UNITED KINGDOM and 
Bank. Your nearest branch will be glad SOUTH & EAST | CEYLON, INDIA 
AFRICA & PAKISTAN 


Details from 


os one CAYZER, IRVINE & CO. LTD. 
pacinalantahantictielentidiceies BANK LIMITED LONDON LIVERPOOL GLASGOW 














—————— 











The Shipping World 


ropes aboard the ‘* Dexterous "' 


fathoms 


that pleased 


all hands 


Nylon for the glamorous. That is Nylon’s accepted 
role. But it was not for glamour that the owners of 
the tug ‘‘Dexterous’’ chose good-looking Nylon Rope. 
They chose it for greater strength—that impact 
strength that means so much to deep-sea towage. 
Their 10-inch nylon rope is the largest ever made. 
but it is light in weight, softer to the touch and easier 
to handle than a 20-inch manilla—yet it is every bit 
4s strong. Even when wet or in temperatures 
around zero, it stays strong, and is easier to handle. 
For hard going and heavy weather, ‘‘ Viking "’ 


Nylon is the rope that pleases all hands. 


VIKING 
Nylon Ropes 
BRITISH ROPES 


LIMITED 


Synthetic Cordage Department 


LEITH, EDINBURGH. 6. 


Export Sales Office: 52, HIGH HOLBORN, LONDON, W.C.1. 
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ONE SURE FACT ABOUT CABLES 


you need cables 

of any type, 

in any quantities, 

for any installation, 

be sure of one thing: 

if you choose to deal with 
any firm listed below 

you will know for 


certain that the standards 





of design 





and quality are 

the highest possible, 
because they are 
standards set, 


rigorously kept and 





constantly reviewed 
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INDUSTRY AND POLITICS—“A MIXED ECONOMY” 


We ARI revolution, 
happily a peaceful revolution, which has already 
greatly affected every industry. The first stage 
was the declaration of — the official policy — of 
the Socialist) party at the end of the war 
“to secure for the workers by hand or brain 
the full fruits of their industry and the most equitable 
distribution thereof that may be possible, upon the 
basis of the common ownership of the means of pro 
duction, distribution, and exchange, and the — best 
obtainable system of popular administration and con 
trol of each industry or service.”” That programm 
seemed, on the face of it, to imelude shipping, ship 
building and engineering. The Socialists swept the 
country at the General Election of 1945 and formed a 
Government with such an overwhelming majority that 
Ministers could force through Parliament any measures 
they liked. Thus it came about that the basic indus 
tries were nationalised, first coal, in such a hurry that 
the plan was merely a cockshot at the ideal, and this 
hasty measure was followed by others which placed 
under State ownership and control civil aviation, gas 
and electricity, and rail, road and canal communica 
tions, with the result that the Transport Commission 
acquired several ports, vreat and small, as well as a 
considerable volume of shipping engaged In = cCToss 
Channel and other services. Practically all these 
schemes have resulted in financial loss in spite of the 
increased charges which have been imposed. Every 
thing coming under the State umbrella, in fact, has 
become much more expensive and, as in the case of 
all monopolies, the customers have had to pay the 
price or go without. The workers in the nationalised 
industries were to grow wings like Michaelangelo’s 
angels and labour for the community, that is for their 
new owners, as they had never done for the ** greedy 
capitalists **. Instead of doing so, they demanded, 
and got, bigger pay packets and shorter hours and 
thousands of them have indulged in what are known 
e As the Minister of Transport 


passing through a period of 


as ** unoflicial strikes **. 
once blurted out, in his honest way. they have not 
played the game. 

Things have not, in short, worked out as the idealists 
had confidently hoped. What then shall be done now ? 
Mr. Aneurin Bevan and his Left Wing group claim 


Current 


The Cardinal Error of Policy 


THE PRIMARY cause of our troubles abroad, in’ Persia 
ind elsewhere, was the reduction in the size of the 
Royal Navy from 1945 onwards. Shipowners, knowing 
as much as they wanted to do of the atom bomb and 
of more efficient submarines which might be operating 
is sea in future, set to work, as soon as the Hitler 
war was over, to replace their losses. They spent vast 
sums in building new and swifter and better equipped 
ships. The result is that we now have as great a 


that the failure of nationalisation has becn due to the 
fact that the policy has not been carried far enough. 
So they are calling on the Government to fulfil: its 
pre-election pledges and nationalise more industries. 
What will be the fate of Mr. Attlee and his com 
panions if they do not toe the line is on the lap of 
the gods. They want to wait and watch and look 
around —in fact, they suggested on the eve of the last 
General Election that the party should do what the 
Prime Minister himself wrote that he would never do, 
accept a mixed economy, at any rate as a temporary 
expedient, Private enterprise had been placed u 
chains owing to the nationalisation of the basic indus 
tries. ** Let’s see,’ they said, ** how private indus 
try will get on.’ Mr. Attlee and his loyal followers 
declared a year ago, in effect, ** we are moderate men, 
we are going to walk warily so as not to injure our 
economy as a nation wi So the Tories were robbed 
of the victory on which they had counted and Mr. 
Attlee and his supporters obtained a narrow majority 
in the House of Commons. They can rely on sufficient 
support in the division lobby so long as they do not 
affront the little band of Independent Liberals who are 
opposed to further nationalisation but hate the Tories 
as the devil hates holy water. 


So we are to live, for the time being, under a system 
of mixed economy. As Lord Woolton, a business man 
before he became a politician, has put it, ** presumably 
the profits of properly-run business (such as shipping 
and shipbuilding) will be taxed to pay for the loss on 
State-managed industries, and so we get the com 
promise of a mixed economy, and the suecessors of 
the present Government will be left to face the prob 
lems that ought never to have arisen.” Mr. Aneurin 
Bevan and his little group of rebels are pledged to vote 
for the Government so as to keep it in office. In these 
circumstances, it looks as though the Government 
could live for many months and, in the meantime, 
efforts will be made to compose the differences in the 
ranks of the party. This will be done probably by 
concessions on both sides, which will lead to a new 
programme of nationalisation being drafted before the 
next General Election is held—-at the moment 
the Prime Minister himself considers 
his party. 


which 
favourable to 


Events 


volume of tonnage in our merchant fleets 
even though the balance between liners, tramps and 
oil tankers has changed. They accepted their responsi 
bility to serve the nation on the trade 
of the inere asing menace to which surface vessels would 
be exposed in the event of another war. But the Sea 
Lords, not, ine identally, of the same calibre as such 
officers as Richards, Fisher, Jellicoe and Beatty, plaved 
into the hands of the politicans who wanted more 
money for the starting of the Welfare Staite 


as in 1939, 


routes in spite 


with 
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the aid of capitalist American money. They agreed to 
cut down the Royal Navy and, without regard to the 
nterests of the maritime industries, which had relied 
on 25 per cent of warship work in order to provide full 
employment, agreed also that no new men-of-war should 
be built. So the squadrons at sea were reduced to a 
mere shadow of what they had been. The excuse was 
that | ge sums would be spent on research. Research 
under Government auspices is seldom as effective and 
ilways far more costly than when it is carried out by 
private industry, such as that which has been done 
for several years past under [the auspices of the British 
Shipbuilding Research Association, as well as by private 
firms. The Sea Lords, instead of resisting the foolish 
planning of the politicians, even to the point” of 
resignation if necessary, worked hand in hand with 
them, with the result that little has been seen of the 
British Navy in its might and power, and native 
peoples, who judge seapower by the number of funnels 
with which a ship is fitted and the impressive array 
of guns which they can seé, came to the conclusion, 
is they saw and heard off no battleships and only 
occasionally even of an aircraft carrer, that the sun of 
this country was setting. 


What is Maritime Power? 


Ministers should read the Jecture on **The Future of 
Maritime Power,’ by Rear-Admiral R. M. J. Hutton, 
which he read before the Royal United Services insti 
tution and which that body publishes in its current 
Journal. He started off by asking what was the mean 
He pointed out that in grand 
strategy, maritime power is an amalgamation of sea, 


ing of maritime power? 
ur and land strength essential to any country where 
the sea is a substantial or determining factor. It 
ipplies in offence or defence, and it must always affect 
the Commonwealth and this island in particular. All 
three Services and the Civil Powers are deeply 
implicated. To illustrate his point he remarked--What 
would have happened after the Battle of Britain if 
the Channel had gone dry? 
the sum total of personnel, installations, geographical 


Maritime power means 


circumstances and weapons, which enable allies to 
control and use transport overseas in’ wartime. In 
iddition, he added, the Merchant Navy, their ships 
ind men, play a vital part, ‘‘ as it is of no use being 
thle to control sea communications if you cannot make 
proper use of them”. The shortage of shipping, he 
recalled, was a lve factor in deciding the grand 
strategy of the 1939-45 war. ‘“‘In fact it is) no 
exaggeration to say that, except in the early stages, 
shipping was in even shorter supply than men and 
weapons “*. But, in the ultimate issue, sea-air power 
lefeated the enemy. World freedom was saved, in large 
measure, by British shipping backed by our supreme 
shipbuilding capacity. 


Importance of the Merchant Ship 


ApMiraL Hurron pointed out that in future, though 
the problems might not be the same, the effort to 
deploy the Allied forces correctly would require millions 
of tons of merchant shipping, quite apart from the 
economics of tt vile and food. We must never forget, 

reminded — the 
question of requirement and loss of merchant ships 


nation, that im two wars” this 


n the war at sea had been a near balance between 
victory and defeat; nor must we forget that these ships, 
though manned by intrepid men with the sea in their 
hlood, had not all the advantages of the regular sailor 


Royal Navy. 


trade, mostly 


ol the 


* They serve in ships built) for 
neapable of high speed to evade danger 
ind without much power to hit back, or much pro 
ittacked.”” He stressed these points 
it was vital that then should — be 
Although maritime air forces play a con 

in protecting shipping, the element in 


tection when 


morale 


hips and their crews operate is the 
warships to add to their protection 
e strained to breaking point if they 
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incur heavy losses. The human factors in war must 
never bye overlooked.”’ The moral to be drawn from 
the events of the past 12 or 13 years for our guidance 
in the future is, he added, that we must have plenty 
of merchant ships so designed and engined that they 
can meet, with some hope of success, attack from 
under the water as well as from the air: for economic 
reasons, we also need plenty of warships, first for 
the defence of the ships carrying essential cargoes, and 
for political reasons we need many warships as_ big 
and powerful-looking as they can be made for ‘showing 
the flag’ and reminding all and sundry thet John 
Bull, though he looks, or looked in the past, so well 
fed and complacent, has, or had, teeth with which 
to bite. Insofar as the Government has failed in these 
respects, it has contributed to the troubles which are 
now “engaging their earnest attention,” to quote the 
official phrase so often heard in’ these days in 
Parliament. 


The Suez Canal Company 


THe speech by Mr. Francois Charles-Roux, president 
of the Suez Canal Company, at the annual general meet 
ing in Paris last week, reported elsewhere in this issue, 
makes satisfactory reading for all the parties concerned 

the governments which collect taxation, the share 
holders in the company, and not least the shipowners 
whose vessels provide the company’s earnings. It ts 
never easy to obtain such an all-round benevolent view, 
and the president is to be congratulated accordingly. 
It is true that some regret was expressed at the con 
tinuance of double taxation, that is by both French 
and Egyptian Governments, but it is hoped that in 
future years wiser counsels will prevail, and measures 
he taken to avoid this fiscal anomaly similar to those 
already adopted where two or more countries are 
involved in trade. The shareholders will welcome the 
news that the gross figure for dividends has been in 
creased, for, as the president remarked, such increased 
income is consistent with the hopes for some compen 
sation for the deprivation of dividends throughout the 
war. Despite the larger dividends, a conservative 
policy has been followed in that a large sum has been 
placed in reserve. It was also announced that the board 
of directors had decided to grant a reduction in transit 
dues, a measure which reflects the past policy of the 
company ino sharing with their clients increases in 
receipts. During the past two years, insistent requests 
have been made by representatives of the world’s ship 
ping industry that this should be done, and it is made 
clear that the satisfactory financial results have justi 
fied the concessions now made. It may also be noted 
that good progress in dredging has been made, the 
objective being the deepening of the Canal by two feet. 


‘The Almighty Dollar ’”’ 


Iv IS surprising that the Minister of Transport) has 
not put up a better fight in the discussions on the 
allocation of shipping in time of war. He has seemingly 
done no more than the Admiraity to uphold this 
country’s position as a sea power, and still the greatest 
sea power in the world when account is taken of mer 
People behind the 
Iron Curtain will interpret it’ as confirmation of their 
claim that the United States is) preparing for an 
imperialistic war of aggression if every important com 
mand on land, by sea and in the air is allotted to 
American officers. Whatever may be said in excuse for 
the predominance of the Stars and Stripes on land and 
in the air, it is surely unwise to suggest that Great 
Britain, which took the first settlers to the United 
States under the Union Jack, should be treated as a 
second-class power at sea. We owe our gratitude to the 
Americans for the most generous act in_ history, 
Marshall Aid, but it cannot be claimed that as ship 
builders or ship managers we have anything to learn 
from them or that in the last war we did not play 
our part, in the shipyards, in shipping offices and at 
sea, in such a way as to ensure victory for the Allies, 


chant ships as well as men-of-war. 
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Yet now, according to Mr. Barnes, the North Atlantic 
Planning Board has prepared a plan, with his con 
currence, for determining employment of ocean-going 
merchant shipping on a worldwide basis in time of war 
or wartime emergency. The main features of this, he 
added, were that each participating Government should 
take all the ocean-going ships of its own flag under 
its control and place them in a central pool for allo 
cation for employment by an international organisation 
of civilian character, to be named the Defence Shipping 
Authority. The Authority would be responsible, he 
explained, for providing the shipping needs, both 
military and civil, of the cooperating nations. Each 
Government will be responsible for the operation of 
ships under its control and will ensure that they carry 
out the tasks allotted to them by the Defence Ship 
ping Authority. There is to be one branch of the inter 
national administration in) London and another in 
Washington. The obvious course would have been that 
the overall authority should be in London and_ that 
there should be a subsidiary hody in Washington. Mr. 
Barnes might advisedly be reminded by some M.P. that 
we live on and by the sea and that ships are our life 
blood and that it is to expose ourselves to grave dangers 
if the management of our shipping, as in the two World 
Wars, is not retained in these islands. 


A Prosperous Oil Group 


THe £12,213,750 ordinary share capital of the Eagle 
Oil and Shipping Company is entirely owned by 
Canadian Eagle. In the calendar year 1950, the pre 
ference capital redemption fund was applied in the issue 
of 149,350 ordinary shares of £1 each as fully paid 
bonus shares, while the ordinary share capital was 
increased by an tissue for cash of 5,000,000 ordinary 1 
shares, both issues going to the controlling company. 
That Eagle Oil is a prosperous member of the Canadian 
Eagle family is clearly shown in the accounts of the 
latter for 1950. Gross profits, it is true, fell) from 
£5,943,000 to £4,338,000, but the former figure included 
an exceptional profit on exchange arising from the 
devaluation of sterling and amounting to approximately 
£800,000. The net profits, after tax of £1,898,000, 
declined by £1,108,000 to £1,714,000, from which surplus 
there is distributed a dividend costing £1,600,000 
against €2,150,000. The recovery in freight rates in the 
latter half of 1950 has been maintained this year, so 
that the 1951 results should show a marked recovery. 
The company now owns 22 vessels of 288,000 tons d.w., 
and has placed orders for two further tankers. In 
addition, it operates 209,000 tons d.w. on long service 
charter. The fleet is moderately valued in the books 
at £3,911,000 net after accumulated depreciation of 
3,922,000, and the financial position is additionally 
£11.838,000. 
The liquid resources are ample. Current assets include 
5,697,000 in cash--they have had the benefit of last 
year’s capital increase-—and total £15,053,000. 9 They 
contrast with current labilities of £7,128,000, leaving a 
net working capital of £7,925,000. At the same time 
trade investments with a balance sheet valuation of 


buttressed by reserves which aggregate 


{7,653,000 have doubtless a real value considerably in 
excess of that sum. 


Tramp Freight Index Number 


THE RISE in the Chamber of Shipping’s tramp freight 
index number to the new peak of 2038.8 for May 
occasioned some surprise, since the feeling on the Baltic 
Exchange has been that rates on the whole had barely 
maintained the level which was reached in March. It 
must be borne in mind, however, that the accident of 
date may affect the figure for a single month. During 
May, for example, there was a resumption of fixtures 
to the Plate with coal from South Wales at greatly 
enhanced rates, whereas there was an absence of ship 
ments to the St. Lawrence, for which in the previous 
month there had been several fixtures at comparatively 
low rates. Furthermore, only fixtures in sterling are 


taken into account, so that fluetuations in other 
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currency fixtures are not reflected in’ the Chamber's 
index. As a broad basis for comparison, however, the 
index fulfils a useful function, particularly if longer 
periods than one month are taken together. The 
average for the first five months of this year, for 
example, is 175.56, whereas if the figures for the last 
twelve months are taken the average works out at 
126.3, compared with 100 for the year 1948. Over the 
whole of 1950, the average rate was 84, and the 
quarterly averages during the year were 74.7 in’ the 
first quarter, ranging through 73.4 and S#.8 to 99.7 for 
the last quarter. It is, perhaps, too much to expect 
that the high average attained this year so far will be 
maintained to the end, but the increases in wages and 
other operating costs that) have occurred this year 
mean that if the Chamber of Shipping’s index for the 
vear returns to anything like the average level of 
1950, the tramp shipping industry will be worse off 
than it was in that year. 


Admiralty Development of Gas Turbines 


PARTICULARS which have” recently been released 
indicate that the Admiralty has made considerable 
progress in the research into and development of gas 
turbines for warship use, matters which will become of 
increasing interest to shipowners in future years. As 
will be recalled, the first gas turbine was installed in a 
British gunboat in 1947, but a great deal has been 
accomplished since that date, as was demonstrated 
during the Festival of Britain Gas Turbine Week. 
Propulsion of this kind is now fitted in the MTB 5559 
(formerly MGB 2009) and a 52-ft. harbour launch, 
while larger units now under development include a 
specially designed unit for a frigate and another for the 
former steam gunboat Grey Geose. As reported last 
week, the Harbour Launch 8964 is probably the first 
craft to rely entirely on gas turbine power, and is 
to be employed for research purposes. Though in their 
present state of development gas turbines use more fuel 
than reciprocating diesel engines, they have fewer 
parts, and this is bound to have an important bearing 
on the choice of machinery for warships; in addition, 
as heat exchangers are suceé ssfully cle veloped so as to 
utilise more of the power generated for propulsion or 
auxiliary purposes, the case for gas turbines will be 
strengthened. Undoubtedly, however, a great deal will 
depend Gn the quality of fuel which can be used, and 
further information released by the Admiralty shows 
that this aspect has received a great deal of attention. 
A series of bench tests was carried out in 1949 on one 
of the Gatric gas turbines manufactured by the Metro 
politan-Vickers Electrical Co., Ltd., burning boiler fuel 
and oil with a higher sulphur content as well as the gas 
oil for which these engines were originally designed. 
The published results are of special interest at a time 
when it is becoming widely accepted that the burning 
of boiler fuel in) diesel engines is a practicable and 
economie proposition, 


Gas Turbine Fuel Tests 


THe first Gatric gas turbine was instelled in MGB 
2009, and after undergoing sea trials was returned to 
the manufacturers, being replaced by another Gatric 
engine. The first engine was stripped, inspected and 
rebuilt with certain modifications, in particular to the 
H.P. turbine blading, the effect of these modifications 
heing to increase the effective output of the engine 
from 2,000 s.h.p. to 2,500 s.h.p. This rebuilt) engine 
then underwent a series of seven-hour cycle tests on 
gas oil-boiler fuel blends, 50 hours running on high 
sulphur content fuel, and a series of tests on boiler 
fuel. The tests were carried out without any modifi 
cation to the engine as it had been developed for use 
with gas oil. The first tests were with blends having 
20, 40, 60, 80 and 100 per cent boiler fuel with corre 
sponding gas oil contents, each being of seven hours 
duration and with gas oil starting. The high sulphur 
content fuel contained 2.78 per cent sulphur, as com 
pared with 0.82 per cent for gas oil and 2.04 per cent 
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for Admiralty boiler oil. The 


included) starting 


boiler oil 
iddition a 
hoiler onl, 
however, with gas oil, the change being made 
speed of 5,000 r.p.m. The whole 
y | tests showed that the engine in its 
standard design as developed for gas ot! was less 
iffected by using boiler fuel than had been 
expected, for the comparatively short duration of the 
tests. The combustion system was not suited to boiler 
fuel, particularly at idling speeds. All 
materials of construction with one minor exception 
stocd up to the conditions found with the heavier fuel. 
interest was that when high sulphur 


fuel was used, thet is 


with 
with this fuel, while in 
continuous run owas 


tests 


bS-hours with 


mace 
starting, 
it gas generator 
roup olf Gatri 


idversely 
however, 


One point some 
serious eating away of the 
fuel jet shields, which hi t high mickel content, and 
metallurgical examination showed that the nickel had 
heen attacked by sulphur. 


British Columbia Hull Insurance 


good thing, to see ourselves through 
rs, and in his report to the annual 
Association of Marine Underwriters in 
. the president, Mr. D. S. Harley, 
eht on the relations between his home 
l ! market in London. 
British Columbia follows the practice of the United 
market, there rs no Joint Hull Under 
Underwriters in British Columbia, however, 
extension of the Understanding to 
business and with this end in view, Mr. 
Harley reveals, the Institute of London Underwriters 
was approached, and an assurance of their backing at 
future di ~ determined was invited. ‘It 
was felt,” said Mr. Harley, “that if this could be 
t would then be possible to enlist the support 
great majority, if not all, of the Pacitie Coast 
During the exchange of views, it unfortunately 
pparent that the 


irket and the 


Hull business in 
where 


ome thre 


London market felt that the 
n to this preblem was to be found in our 
market, and that principally in 
be strong enough to stand out for rates 
with the 
ibt in theory this advice 


i 
it 
those 
ommensurate hazards 
was sound, 
it would seem rather illogical for the 
irket of British Columbia to 
is based fundamentally on a 
rate increases 


bound by such a 


small om 


iwcording to record, when 

irket, 
reg | but American ships, 
British Columbia, remained free to quote 
Indeed Mr. Harley cited a concrete 


3.( fleet with a bad record, the 


with 
including those of 


system 


competitive 
rates instance of 
insurances of which 
were renewed in London and San Francisco at a rate 
slightly lower than that of the expiring contract. Mr. 
Harley's remark on this incident was, ** It is apparent 
that any local show of strength merely results in what 
is, aftes l, ou bread and butter ” passing into the 
| } underwriters to whom it can 
ringerbread °."" The logic of this 

av be that the gilt, while glitter 

prove an unpalatable decoration of 


the process ot digestion. 


Requirements and Trends in Radar 


ERS at the Institution of Navigation’s latest 
Long-term and Short-term Re 

nts f w Radar,” were headed by Cap 
he, director of the Radio Advisory Service, and 
Decea Radar, iis 
representati of Marconi, Kelvin & Hughes, 

House Captain Wylie 
pally the requirements of the radar 


speakers from th n 


Wy 
led Group-Captain Fennessy of 
discussed) princi 
user, and the 
‘ anufacturing companies described 
Although most of the companies that 
radar have put new sets on to the market in the 
i there have startling 
better per 


recent advance 


heen no very 
nddern sets” offer t 


decessors, and do so within a 


=~/ 


smaller space and with the use of fewer components, 
and this trend was reflected in the papers. In cis 
cussing the general performance required of a radar 
set by the seaman, the most interesting of the several 
points made by Captain Wylie was the requirement that 
the discrimination of the set should be sufficiently good 
to show the direction in which another ship was head 
ing. The lack of this has always been an obvious fail 
ing of radar, and has probably contributed to a number 
of collisions. With the early sets, a ship appeared on 
the screen as a spot out of all proportion to tts real 
size, and there was little temptation to try to estimate 
its course direct from the screen. Now, however, there 
are sets available in which the spot that represents a 
ship is small and sharp, and in which the 
persists long enough to give a 
ippears to be a ** wake,’ but which is actually earlier 
* paints gradually fading. If the 
stationary, as in a shore installation, this ** wake 
will coincide with the ship's true wake, and will give 
a useful indication of its course. But when the radar 
is ina ship, itself under way, the apparent wake marks, 
not the true course of the target, but its course relative 
to the observer. 
There is, point: 
ire heading for a collision, one will 
radar screen of the other, Judging by its apparent 
* wake,” to be heading straight towards the observer, 
ind this is more easily noticeable than the — true 


afterglow 
moving object what 


radar setts 


This is a possible source of confusion. 
however, one good when two ships 


appear on. the 


collision course. 


Reliability and Ease of Repair 

Nor  UNNATURALLY, 
demands, as an 
reliability. 
he easily 


another of 
ultimate 


Wylhie’s 
complete 
Failing this, he required a set which would 
repairable without specialised knowledge. 
Manufacturers have been able to go some way towards 
meeting both of these objectives. 
with electronic equipment (or, indeed, equipment of 
any other type), reliability has improved as manufac 
turers have gained in experience, 


Captain 
objective, was 


As ts always the case 


This process has 
heen hastened by the reduction in size and complenity 
which is a feature of modern sets, itself attributable to 
increased experience. Faults, however, must inevitably 
Many components can be very conservatively 
rated, but this not possible in the case of valves, and 
these are the main source of trouble, with about 65 
per cent of radar failures to their credit. Fortunately, 
metering facilities for all valves can be provided with 
out great difficulty, though this naturally adds to the 
expense. In ships where routine maintenance ts_ the 
responsibility of the navigating officer there can be no 
doubt that this additional cost is well spent, as the 


use of 


occur. 


a meter and the subsequent changing of a valve 
is a process which demands little knowledge of ele 
tricity, and can be easily learnt. But the question has 
still to be answered as to whether it would not Ie 
better to carry an electrical officer on board who would 
be responsible for all work 
Iving outside the 


electrical 
province of the 


maintenance 
radio. officer. 





SAYINGS OF THE WEEK 


REDUCED SUEZ CANAL DUES 


It has always been the company's intention and practice to share 
with its clients—who provide them—the increases in its receipts 
whenever the financial results of the undertaking allow or justify 
such action.’’—M. Francois Charles-Roux, chairman of the Suez 
Canal Company 


NEED FOR INCREASED EXPORT EARNINGS 


The deficit which has to be made up by export earnings will 
certainly be larger than the £2,750 million envisaged at the beginning 
of the year. British industry has constantly accomplished the seem- 
ingly impossible, and anything | can do to help in ironing out export 
difficulties | will readily undertake.’ —Sir Hartley Shawcross, President 
of the Board of Trade 
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ON THE “BALTIC” 


THE VALUE OF THE BALTIC EXCHANGE 


By BALTRADER 


IN THE world of shipping the value of the Baltic Ex 
change was never more apparent than it is today. Its 
strength derives from the mass of up-to-date and 
reliable information gathered every day from far and 
near. Owners and charterers scattered over the world 
find it to their interest to get in touch with each other 
through London, in order to avoid acting blindly and 
without complete awareness of the market. To tell the 
truth, a compliment is sometimes paid to the ** Baltic ”’ 
by foreign charterers who circulate their orders on that 
market in order to find what is the rate at which they 
should charter locally. The disadvantage from their 
point of view is that members of the ** Baltic ’’ are 
generally aware that there is little chance of doing busi 
ness with them, and prefer to concentrate on serious 
inquiries, 

The efficiency of the individual members of the Ex 
change is due largely to the tradition of mutual help 
fulness and the exchange of news as soon as events 
occur. Those who believe that it is more blessed to 
receive than to give the latest news are in a small 
minority, and not usually the best informed. The 
immediate reporting of fixtures is an important part of 
the day’s business, and there are good and accurate 
journalists on the Exchange who are ready to record 
the details. It is perhaps tempting to suppress reports 
of fixtures which go against the grain in the view of 
charterers or owners when the market turns one way 
or the other; alternatively, there may be advantage in 
releasing advices of old fixtures not representative of 
the day’s market. But such gains as might be de 
liberately sought in those ways are on a low commer 
cial plane and are at the expense of the common 
welfare. Fortunately for the ** Baltic’? and its world 
wide connections, most charterers follow the good 
example of the Baltic Chartering Committee, the largest 
agency of all: the Committee reports every fixture 
immediately, whether it points up or down. The name 
of the vessel chartered is always mentioned and_ this 
adds materially to the value of the report. 


Market Positions and Tendencies 


In several parts of the world, there is no denying 
that markets are weakening. Trans-Atlantic freights 
are lower by some shillings per ton than they were 
last month. For instance, 18s. 9d. per quarter accepted 
for grain from the St. Lawrence to the United Kingdom 
represents a fall of 17s. 6d. per ton since 22s. 6d. per 
quarter was obtainable. Many large vessels were 
chartered for this employment at the beginning of the 
season, but the round voyage is quickly accomplished 
and the ships soon come asking for more. They have 
their shifting boards all ready in position after dis 
charge on this side and their owners wish to take advan 
tage of this by a run across in ballast for another cargo 
of grain in bulk. The opportunity thus afforded to the 
charterers to reduce the rate has been seized with 
alacrity. 

On the other hand, the charterers for anthracite 
from Swansea to the St. Lawrence are having diffi 
culty in filling their requirements, because owners are 
not desirous of dismantling their grain fittings in order 
to load anthracite for the outward voyage; the rate 
for anthracite has, therefore, advanced to 35s. per ton. 
Sugar chartering from Cuba or San Domingo continues 
almost throughout the year, but there is a season of 
spate and it ends in June or July, which accounts for 
the diminished inquiry in that market. 

The movement of coal from the United States to 
Europe is naturally somewhat less urgently carried on 
at this period than in the winter; but it is still quite 
vetive. However, the U.S. authorities have taken a 


D 


hand in curbing the buoyancy of the freight market by 
releasing more laid-up tonnage and by establishing 
reduced rates for vessels subject to the National Ship 
ping Authority. 

The River Plate market has further declined, and 
90s. from up-River to the United Kingdom for a vessel 
guaranteeing 62 ft. per ton compares with 142s. 6d. 
paid in April. Some maize will probably be available 
in a couple of months, but light cargo is all that can 
be obtained meanwhile. To compensate for the weak 
ness of the Far Eastern and Australian markets, the 
North Pacific has lately shown more activity than for 
some time. Tonnage has been chartered to leave 
Australia in ballast to load lumber on the North Pacific 
Coast. Movement of timber, in fact, is the most urgent 
requirement of the moment, as witness the strength of 
freights from the Baltic, White Sea and Eastern 
Canada, 


The Freight Market 


There has been fairly active chartering for coal from 
Hampton Roads, including two, three and four con 
secutive voyages to Antwerp or Rotterdam at $10.50 
from August. From Hampton Roads to Buenos Aires, 
$18.50 was paid for July and $19.00 for Villa Con 
stitucion, August. Grain business from North America 
was rather quiet; Industria, 39,000 quarters, was fixed 
from Northern Range te the United Kingdom at 
2ls. 3d. per quarter, option Gulf loading at 26s. 3d., 
July/August, following several fixtures at the same 
rate. An interesting fixture is Derryheen, 38,000 
quarters, from Churchill to West Coast U.K. including 
Northern Ireland at 22s. 6d. per quarter, August 10/ 
September 10. Last week the Baron Douglas, 1,850 
standards, was chartered for timber from Eastern 
Canada to the United Kingdom at 517s. 6d., August / 
September. Baltic timber has been one of the best 
markets of the week and a number of fixtures have 
been arranged on the basis of 310s. per fathom of pit 
props from Lower Zone Finland to East Coast U.K. 
The Mediterranean market is very quiet with hardly 
any inquiry for early loading of ore, phosphate or 
esparto grass. The Australian market is dull; char 
terers are trying to secure a further reduction in rates. 
The Meadowbank and a British India vessel are fixed 
from full range Australia to Ceylon at 127s. 6d., flour 
in bags, September and  September/October respec 
tively. The lower rate of 120s., f.i.0., has been accepted 
for sugar in bulk from Mauritius to the United King 
dom, August/September. Inquiry from India and the 
Far East is on a reduced scale. Time charter inquiry 
has been maintained; recent fixtures include Vesteroy 
(m.v.), 9,350 d.w., 529,000 ft. bale, 133/14 knots on 
17 tons, an Austrahan and/or New Zealand round, 
36s. Bd. delivery London July 10, redelivery U.K 
Continent. 

Air Charter Business 


The question is being asked why the British delega 
tion returned from Teheran to this country in a 
foreign plane. The British charter operators are under 
stood to have had aircraft available but were not given 
the opportunity to quote. The Airbrokers’ Association 
was represented by the secretary, Mr. Logan, and 
Mr. J. P. Gill at the 13th Congress of the International 
Chamber of Commerce at Lisbon on June 13. Mr. Gill 
read a paper in which he described the inauguration 
of the first Air Charter Exchange as a section of the 
Baltic Exchange, after the war. Mr. Gill recalled that 
the Airbrokers’ Association, established in 1949, is 
responsible for the introduction of the Baltairvoy and 
other charters and documents essential to businesslike 
contracts for chartered voyages by air. 
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COAL AND OIL 


AMERICAN OIL COMPANIES POOL RESOURCES 


Wirk the culmination of the Persian oil crisis likely 
soon, leading American oil companies have agreed to 
pool their resources and to reorganise the distribution of 
oil to the world’s markets should the Abadan refinery 
he forced to close. Commenting on this, the Washing 
ton correspondent of a leading British paper has stated 
that implicit in this move is a determination on the 
part of the companies to boycott Persian oil should 
the efforts to reach a negotiated settlement between the 
Teheran Government and the Anglo-Iranian Oil Com 
} A committee, 

major American oil companies, will be set 


composed of representatives 


i 

to control their combined oil resources and tanker 
fleets. This committee will be closely linked with a 
parallel body representing British oil companies. The 
British committee, the formation of which was an 


nounced recently, was appointed at the request of the 


Ministry of Fuel and Power, and represents the three 


main British of companies — Shell, Anglo-lranian, and 


Trinidad Leaseholds. Called the Oil Supply Advisory 
Committee, it was formed to advise the Government 
on the general supply problem, «th particular refer 
ence to defence. Its members are Sir William Frase1 
(chairman), Sir George Legh-Jones, and Mr. S. Vos. 
These preparations lend colour to the hopes that. the 
Western world would be able to manage for a time with 
out Persian oil, until production from other fields and 
other refinery capacity could be organised to meet the 
leficrency. American consumption of oil is so huge 
that a slight reduction in the level of consumption 
would suffice to fill the immediate gap, and this should 
iot be beyond the powers of the American committee. 


Little Influence on Tanker Rates 


PENSION in connection with the Persian situation 


is restricted activities in the London market only as 
> ribson XS 

Ltd., state that there are indications that, in the 
event of a complete shut-down taking place in Persia, 


early positions ire concerned. E. 


irrangements have already been made enabling com 
panies to switch to other sources and, although there 
ire likely to be repercussions in the tanker market, 

prospect of all existing 
tanker tonnage securing employment without the aid 
f Persian supplies. It is difficult to estimate in this 
event whether or not some delays will take place, 


there SeeTNS reasonable 


iusing bunching of ships, which invariably has a 
leternorating effect on the tanker market, but with so 
few free ships avatlable during the next few months 
ind the potential heavy demand for sterling ships to 
tke good the shortage of tonnage in the dollar 
market, the present firm tendency should) continue. 
John Ll. Jacobs & Co., Ltd., state that a steady demand 
for both sterling and United States dollar tonnage ts 
heing maintained at present, the single-vovage sterling 
narket) being particularly firm owing to increased 
nquiry for Seandinavian account and scarcity of early 
essels. The comparatively small demand is offset by 
the fact that few sterling vessels are available for 
rlier than August/September loading. No further 
business has been concluded on sterling basis for con 
secutive voyages, but British charterers are negotiating 
vessel for 12 months commencing October and are 
offering MOT plus 115 per cent. Alternatively, they 
have offered MOT plus 80 per cent for 24 months. 
United States charterers continue to show a definite 
nterest in time charter It is reported that Russian 
charterers have paid the high rate of S114 d.w. 
for an old steam tanker for 12 months with early 
delivery. 


The Kent Oil Refinery 
HE CURRENT issue of Ne house magazine of the 
Anglo-Iranian Oil] Company, contains an article on the 


company’s new refinery in the Isle of Grain, which is 
to be known as the Kent Oil Refinery. The site, on 
the promontory dividing the river Thames and Medway, 
was chosen for its proximity to the great London area 
mmarket: neither of the company’s two existing 
refineries in’ Great) Britain, at > Llandarcy in South 
Wales and at Grangemouth on the Firth of Forth, was 
sufficiently near to supply the London area economi 
cally. Like the nearby Isle of Thanet, the Isle of 
Grain was originally a real island, separated from the 
rest of Kent. In the 16th century, however, a section 
of the mud flats surrounding the island was reclaimed, 
connecting it to the mainland. It is on a part of these 
mudflats, now marshland, that a considerable part of 
the new refinery is to be built. The fact that this 
land was of little use for agricultural purposes was of 
issistance in securing the necessary amount of ground, 
but it has presented a number of problems in the design 
of foundations, owing to the poor load bearing capa 
bilities of the soil. The refinery will consist basically of 
a crude oil processing section and a lubricating oil sec 
tion, both of which will lie to the northward of the 
railway that will bisect the site, and a main products 
tank farm to the south. The refinery was planned 
to have a capacity of two million tons of crude 
innually, but it is readily capable of expansion, and the 
crude unit, in particular, has a capacity well above 
that mentioned. In view of the crisis in Persia, this 
additional capacity will be very welcome. The site is 
on the southern side of the Isle, facing on to the 
Medway. Four new deep-sea tanker jetties are to be 
built, in addition to a lubricating oil jetty. 


Shorter Items 


Ar the monthly meeting of the River Wear Commissioners 

was reported that coal shipments for the first four months 
of the year were 2 per cent uv on 1950, but 31 per cent below 
he 1988 figures; total imports were IS per cent up on last 
vear and 34 ver cent higher than 1988; exports were 40 per 
cent up on 1950 and 5 per cent on 1938 


Cou. shipments from Blyth in May amounted to 566,281 
tons, an increase of 36,685 tons on last vear and 81,135 tons 
more than in May 1938, For the first five months of the 
vear, however, shipments, at 2,559,785 tons, were 17,324 tons 
down on 1950. In particular, foreign exvorts showed a severe 
decline To the end of May these were 149,186 tons, com 
pared with $72,163 tons in 1950 


DERWENTHAUGH StarrHs, near Newcastle-upon-Tyne, have 
been put out of action for an indefinite veriod following a 
fire which gutted about 100 vards of timber supports carrying 
he railway The staiths ship about 4,000 tons of coal daily, 
hut this traffie is being diverted to other voints by the 
National Coal Board. 





OFFICIAL NOTICES 
Changes of Name 


Suen. Compaxsy or British NortH Borxro Lrp., St 
Helen's Court, Great St. Helens, London, E.C.3.—Name 
hanged to Shell Company of North Borneo Ltd., on June 5 


eRY CONTRACTING AND Drepoinc Co. (Foreign) Lrp., 
ndon Wall. London, E.C.2.—Name changed to Con 
r and Dredging Co. (Middle East) Ltd., on June 5. 





Suez Canal Company 


An error occurred in the comment entitled ‘* Canal Dues ” 
on page St of last week's Suiprinc Worip, where it was 
stated that the increase in dividend would cost the company 
more than the reduction in dues. In facet, this should have 


read “ less than the reduction of dues.”’ 
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SUEZ CANAL COMPANY 


YEAR OF APPRECIABLE PROGRESS 


REDUCTION OF TRANSIT DUES 


Statement by M. Francois Charles-Roux 


THe annual general meeting of the Suez Canal Com 
pany was held on June 12 in Paris. M. Francois 
Charles-Roux, the president, in the course of his speech 
said: 

Ladies and gentlemen, on the occasion of your last 
innual general meeting a year ago I forecast that the 
results for 1950 would exceed those for 1949. This 
forecast has been fulfilled, and to a greater extent than 
I had anticipated. Traffic receipts and profits last year 
were very much greater than the year before. Their 
upward trend, which had started previously, continued 
at a fast rate. 

The increase in the company’s profits for the year 
1950 has enabled us to raise the dividend of which your 
hoard is asking you today to approve the considerably 


augmented figure that is, gross figure. As submitted 


o 
for your approval, this gross dividend re flects a 


balanced appreciation of the various factors we had to 
take into account when computing it, among which was, 
of course, the possibility of maintaining it in the future 

given tolerable economic and political circumstances. 
We believe, furthermore, that the increase in the income 
from your shares is consistent with the hopes that you 
could legitimately entertain after having been deprived 
of dividends throughout the war, and it has been a 
matter of concern for us that these hopes should not 
he disappointed. Needless to say, the distribution of 
an increased dividend— or rather the provision for such 
a distribution subject to your agreement- has not in 
any way prevented us from allocating a very large sum 
to reserves, as is shown in the accounts which have just 
been put before you. To take such a precaution is no 
new step for your company, nor will we fail to take 
it in the future to the fullest possible extent. 

No one regrets more than we do that your dividend 
should be subject to both French and Egyptian taxa 
tion. For some years we have been making every effort 
to persuade the French and Egyptian Governments to 
put an end, by means of a convention such as exist 
hetween several other countries, to this fiscal anomaly 
of double taxation. So far, we have not succeeded, but 
we shall not relax our efforts. 


Reduction of Dues 


The shareholders, however, were not the only ones to 
look forward to some benetit from such increased profits 
as the year 1950 might show: the users of the canal 
were similarly placed. Your board of directors has 
decided to grant shipping a reduction of transit dues. 

It has always been the company’s intention and prac 
tice to share with its clents—who provide them—-the 
increases in its receipts whenever the financial results 
of the undertaking allow or justify such action. It 
would not have been fitting that the company should 
depart from this wise pelicy to which it owes the esteem 
in which it is held in shipping circles. This high repu 
tation is, in fact, with the valued friendship of Egypt 
and her Government, one of the company’s two greatest 
moral assets, and is due, as I have said before, to the 
concern that the company always shows for the in 
terests of the shipowners, either by alleviating when 
ever possible, and in the greatest measure possible, the 
charges imposed upon them, or by placing at their 
disposal the most perfect possible waterway and the 
hest possible conditions of transit. The company’s 
foremost interests are dependent upon the maintenance 
of this policy and upon the continuance of the benefits 
that derive from it. [t is for this reason that we em 
harked upon those great improvement works in the 
canal, which are now well advanced and in certain cases 
nearing completion; for this reason also we abolished 
passengel dues last vear and we are now reducing the 
canal dues on transiting vessels. 


In view of the date at which the reduction in dues 
which has been decided upon will come into force, only 
the last quarter of the present financial year will be 
affected. The full effect will be felt only in 1952. By 
then the important works under the 7th programme will 
be sufficiently advanced to enable us not to renew the 
allocation made under that heading. Moreover, we have 
taken care to proportion the reduction in dues which, 
needless to say, can always be revised, to the possi 
bilities of our budget and to make its amount consistent 
with the 26 reductions which have gone before it in 
the company’s history. 

I have no doubt that the shipowners of all countries 
whose flags fly in the canal will be appreciative of 
the measure taken in their favour and will acknowledge 
that the company, faithful to its tradition, is doing 
everything in its power to reduce the cost of transit 
at the very time when it is sparing no sacrifice to 
make that transit as safe and as rapid as possible. 


Current Traffic 


During the first five months of the present year 
the composition of the traffic has remained much the 
same as in 1950. As regards its volume, the extent 
of the decrease resulting from the opening of the 
trans-Arabian pipeline has proved below our estimates 
and, finally, traffic and receipts in the last few weeks 
have remained at a high level notwithstanding events 
in the Middle and Far East which appeared likely to 
affect: them. 

Our relations with the Egyptian Government are 
excellent. They are marked by the mutual trust and 
spirit of cooperation which were at the same time the 
object and the hallmark of the Convention we signed 
with it on March 7, 1949. The working of this agree 
ment, with which both contracting parties have reason 
to be well satisfied, bears witness to its beneficial effect 
which conforms to their common desire for an effective 
and sincere ** entente ’’. We use our utmost endeavours 
to be, for Egypt, firstly, the most useful screen between 
that country and the great world interests which the 
Suez Canal has to satisfy, and secondly, an active 
instrument of the economic and social development of 
the province which the canal has restored to life. We 
feel we are succeeding in this mission. 

We have, in the Egyptian Government’s Commissaire 
to the company, a competent witness of our unremitting 
endeavour and of the steadfast purpose we apply 
thereto. In replacement of H. E. Aly Shamsy Pacha, 
who has resigned after discharging this high office for 
many years in a manner which has left us with a 
feeling of lasting gratitude towards him, His Majesty’s 
Government have appointed H. E. Elias Andraous 
Pacha, who holds an eminent place in’ Egyptian 
industry, who is a member of the Egyptian Senate, and 
whose good offices, I am happy to say, I have already 
had occasion to appreciate. 


World Conditions 


As to the evolution of world conditions in general, 
they do not depend on us and all we can do is to 
watch developments closely. This, in fact, is what we 
are doing and we do not view their unfolding with 
despair or with the conviction that the worst will 
necessarily befall. In my humble opinion, there are 
at the present time only too many people who, I will 
not say doubt that there will be peace, but who do 
not doubt that there will be war. In such circumstances 
it is right to seek reassurance from the very weakness 
of human predictions. That they are numerous and 
that they all point the same way does not confer upon 
them any added substance. Furthermore, we are a 
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long way from the days when there existed no inter 
mediate stage between the state of peace and what 
was known as the ultima ratio regum the last argu 
ment of kings. On the contrary, man’s astuteness has, 
in our time, invented all manner of middle courses, 
such as cold war, war of nerves, war through inter 
mediaries, localised hostilities, ete. It is no doubt 
debatable whether this is progress, when the only real 
However, the very fact of 
resorting to these oblique, yet, in some manner, shame 


progress 1s peace itself. 


saving devices, is, at least, proof of great anxiety to 
oid going to the extremity of war. We may therefore 
hope that this will be avoided and that, thanks to 
the self-possession of nations which are at the same 
time strong and peace loving, the economic exchanges 
on which depends the prosperity of the continents we 
link together will proceed without deep disturbance. 


Directors’ Report 


The following are extracts from the directors’ 
report 

The year 1950 again shows very appreciable progress 
The substantial 


increase in traffic through the Suez Canal ts matched 


in comparison with the previous year. 


by a further and comparable increase in_ the profits 
from which considerable benefits. will be derived by 
the holders of the various categories of your company’s 
| 


shares in the guise of an increased dividend and more 


substantial reserves. 

At our last meeting we informed you of the insistent 
requests of the world’s shipping industry which, for the 
last two years’ has been pressing for a share in your 
undertaking’s prosperity. The financial 
postponing, 
without particularly careful consideration, a response 
to these appeals for the continued implementation of 
your company’s traditional policy. 


satisfactory 


results have dissuaded us from further 


In another direction, we are glad that the prosperity 
of the Suez Canal Company should now be a matter 
of much more direct interest to the Conceding Power 
this as a result of the royalty specified by the Conven 
tion of March 7, 1949, which has now become operative 
in all its aspects—four Egyptian directors sit on the 
board and Egyptian nationals in ever increasing num 
bers are now collaborating, in the various administra 
tive grades, in the 
Egypt. 


running of our departments in 
Works and Traffic 


As regards works, the salient feature of 1950 1s. the 
mportance assumed by the dredging tnvolved in. the 
execution of the 7th programme of improvements, of 
which you approved the principle in 1949. The volume 
f excavations amounted to 12,080,000) cubic metres. 
Phis outstanding result (a record since the opening of 
the canal in 1869) is attributable to the cutting of 
the Farouk Canal. In addition, the programme of 
deepening the canal by 2 ft. is being pursued. Finally, 
the work of enlarging the docking area and of creating 

fishing fleet harbour at Port Said was entrusted to 
ontractors and is progressing normally. This year 
gain the upkeep of the bank facings required a con 
derable effort is the number and size of transiting 
ships increases, so does the speed of deterioration. of 
the inal’s banks 


In 1950 shipping through the canal reached 11,751 


' 


transits, representing 81,796,000 net tons. Progress in 
this field therefore continued, but somewhat more 
slowly since the increase of tonnage over the preceding 
vear was only 18.8 per cent against 25 per cent in 1949. 
More than nine-tenths of the new advance is due to 
tankers, whose tonnage exceeded 52,000,000, thus being 
responsible for 64 per cent of the total traffic, 
2S per cent in 1949, 


against 


Goods transiting through the canal totalled approx 
mately 72,609,000 tons weight—a record figure. The 
southbound commercial current, however, has no part 
n this inerease and even showed a decline of 


cent over last vear; this is, in the main, due to 
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a decrease of salt cargoes, particularly to Japan, and 
of cereals, mainly for India. 

The commercial current from South to North totalled 
nearly 603 million tons, exceeding by over one quarter 
the record figure of 1949, and reaching a level treble 
the prewar yearly average. This new development 
is to be attributed for the greater part to petroleum 
and by-products which have attained an even greater 
preponderance than in the past. With a total of 473 
million tons, they account not, as before, for 77 per 
cent but for 79 per cent of the northbound traffic, 
despite the fact that shipments from Saudi Arabia 
showed some falling off during the last month of the 
year as a result of the opening of the trans-Arabian 
pipeline. The effects of the competition from this new 
means of transport have only really been felt since 
the beginning of the current year. They are, it is true, 
partly compensated by an increase in output in the 
Midle East, and so the effect of the opening of the 
pipeline on our traffic may well be smaller than we 
had originally anticipated, provided the unrest pre 
vailing in certain producing areas does not slow down 
the development of the latter. Saudi Arabia, with 13.8 
million tons, now only ranks third among exporting 
countries instead of first. The State of Kuwait has 
taken the lead for the first time, exporting 15.7 million 
tons from an output which, in 1950, has shown a more 
substantial increase than any other country on the 
Persian Gulf. Shipments from Persia, with a contribu 
tion of 14.2 million tons, fall halfway between those 
of Kuwait and Saudi Arabia. 

Contrary to what has been noticed last year, com 
modities other than petroleum, in particular ores and 
metals, have. as a whole, shown an appreciable im 
provement, of 17 per cent, especially noticeable towards 
the end of the year. Thus, the oil producing regions 
close to the Persian Gulf take a part in trade through 
the canal which, for the first time, reaches two-thirds 
of the total. Conversely, the part taken by India and 
Pakistan again declined, their share having dropped 
from 11.5 per cent to 9 per cent. 


The Year’s Results 


Receipts for 1950 amounted to Frs.28,020,286,230, an 
increase of Frs.2,083,340,332 over those of the previous 
vear, whereas expenses, at Frs.10,705,494,930, showed 
a reduction of Frs.334,788,768. After deduction from 
the gross profit of Frs.1,152,606,333 for interest and 
amortisation of capital, the available profit stands at 
Frs.16, 162,184,967. 

In order to assess these results with accuracy, it 
must be remembered that the greater part of your 
company’s receipts and expenses are in’ Egyptian 
pounds, and that the average rate of exchange used in 
our accounts for their conversion into French francs 
changed from Frs.1,080 to Frs.1,005 to the Egyptian 
pound from one year to the other. The impact of this 
is a reduction in nominal value affecting both receipts 
and expenses when expressed in francs. 

Operating receipts, expressed in| Egyptian pounds, 
increased by 16 per cent as compared with 1949. For 
the reason just stated this percentage is only 8 per 
cent after conversion into French frances. The abolition 
of passenger dues which came into force on April 15, 
1950, resulted, for the financial year under review, In 
a loss of revenue of just over E£152,000. 

Social charges increased by approximately E£15,000 
Current expenses 
rose by approximately 12 per cent, t.e., In a_ lesser 
proportion than the receipts, the increase being due 
to the higher cost of upkeep and the extra personnel 
rendered necessary by the growth of traffic. The charges 
appertaining to interest on and amortisation of capital 
increased by E£109,000 from one year to the other, 
as a result of the devaluation of the franc in September 
1949, which only partially affected the financial year 
1O49. 

A copy of the full report in French will be sent on appli 
cation to the company, 1 rue d’Astorg, Paris, or 6 Bishops 
gate, London, E.C.2 


as compared with the previous year. 
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DECCA radar 


announce the first 


1000 


mstallations have 


now been ordered 


DECCA RADAR LIMITED, 1-3 BRIXTON ROAD, LONDON, S.W.9 
Telephone: Reliance 4421 Cables : Decradar, London 
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Built for Messrs. WestfaleLarsen AS., of Bergen, by Joseph L. 

Thompson & Sons Ltd., the “ Brandanger “’ is a fine example of a 

modern cargo liner and has accommodation for 12 passengers. 
s\ 


The Propelling machinery is a Doxford § cylinder 670 m.m. 


dia. Engine. 
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NORWEGIAN SHIPPING AND SHIPBUILDING 


RELAXATION OF OVERSEAS BUILDING RESTRICTIONS 


ACTIVITY IN NORWEGIAN SHIPYARDS 


By THE SHIPPING WORLD’S Overseas Correspondent 


THE Most striking event in Norway during the last few 
weeks was the relaxation of the restrictions on imports 
of new ships of a certain type. The Government has 
recently been more liberal in its licensing in connection 
with new contracts abroad. Since December, 1950, it 
has been comparatively easy to obtain a licence for any 
new contract when 100 per cent of the foreign currency 
expenditure could be arranged by the owner without 
putting an extra burden on Norwegian foreign currency 
reserves. It came, however, as a pleasant surprise when 
the Government took a further step and announced that 
ordinary dry-cargo ships would be on the free list 
when 50 per cent of the foreign currency outlay could 
be arranged by the owner. The Government used the 
phrase “ordinary dry-cargo ship’ in order to be more 
free in its later decisions, but it is understood that this 
description comprises tramp vessels as well as cargo 
liners. Whether fruit carriers will be included has not 
heen decided. Most likely the Government wants to se¢ 
the reaction to this decision before committing itself 
further. 

\ partner in one of Norway’s largest dry-cargo 
companies said that this new ruling would save his 
firm a lot of money. To arrange for 100 per cent of 
the outlay of foreign currency, his firm had had _ to 
borrow money abroad, and that meant that as much 
money was spent on interest on the loan during a seven 
vear amortisation period as was needed to build a 
similar ship in the period between the wars. This 
extra burden was especially heavy for cargo liners, 
hecause for them the postwar boom had been of no 
advantage. Mr. Leif Héegh also expressed his appre 
ciation of the Government’s step, but he did not antici 
pate any rush as regards the ordering of new cargo 
liners. High prices and slow deliveries are natural 
deterrents when owners are considering whether they 
should order a ship or not. Some time has now elapsed 
since the Government took this step, but up to the 
middle of June no new contracts had been announced. 
Several, however, are being negotiated, and it is unde 
stood that some owners are trying to convert earlier 
licences for dry-cargo vessels to tankers. 


Tankers or Dry-Cargo Vessels? 


Discussion regarding the profitability of tankers as 
compared with dry-cargo ships has been going on lately 
both among shipowners and Government officials. 
Besides the fact that O.E.E.C. was demanding more 
* liberalisation of trade ’’ from Norway, the fact that 
officials are rather wary of the many new tanker con 
tracts may have accounted for the ** liberalisation *’ of 
dry-cargo ships in preference to tankers, There can 
he no doubt that, despite warnings from abroad, many 
Norwegian owners still favour tankers when placing 
new contracts, and the recent fall in freight rates has 
had little effect on this enthusiasm. Only recently 
cables were received from New York to the effect that 
a strong tanker market was expected next fall, and the 
result is that Norwegian owners are holding off for 
higher rates. As for handy-sized tonnage, this category 
is at long last experiencing a boom, and it seems as if 
the newly acquired American-built) vessels of some 
2.800 tons d.w., of which Norwegian owners recently 
bought three from British owners, will be useful. 
It is to be noted, however, that Norwegian ships are 
practically only employed in the timber carrying trade 
either from the White Sea or from Canada to European 
ports. The timber from the Baltic to the United King 
dom or to other West European ports is mostly carried 
in German and Finnish ships, though quite a few Nor 
wegian vessels have been fixed for carrying timber t 
Egypt, South Africa or South America. 

As a sidelight on the importance of shipping to the 


Norwegian economy, it may be worth while mentioning 
that during April Norway’s adverse trade balance 
amounted to some Kr.220 mn., but her deficit in the 
European Payments Union was only $100,000, 
Although it may be assumed that quite a large pro 
portion of the adverse balance of Kr.220 mn. was in 
dollars, it goes without saying that most of the deficit 
with European countries was made good by shipping 
services. 

Looking at new orders, we find that April was 
probably the month when most contracts for new 
buildings were made public, if not placed, since before 
the ordering of ships from foreign yards was stopped by 
the authorities in 1948. No fewer than 22 new con 
tracts were reported during April—15 for tankers and 
seven for cargo liners. Swedish yards received pine of 
them, six being for large tankers; seven, five of them 
large tankers, went to British yards; four, two of them 
for tankers, went to German yards; and two contracts 
for tankers went to Norwegian yards. The picture was 
quite a different one in May, when only four contracts 
for new vessels, all tankers, were announced. Three of 
the contracts, concerning tankers of between 12,000 
and 18,000 tons d.w., were concluded with British 
vards, while a contract for a small tanker of 2,300 
tons d.w. was concluded with a German yard. 


Small-Sized Norwegian Tonnage 


Some 18 months ago the Storting appointed a com 
mittee to investigate and report on small-sized tonnage, 
that is ships under 1,200 tons gross. Since the intro 
duction of the new law regarding working hours 
at sea and the manning scale made necessary by this 
law, it has been extremely difficult: to operate Nor 
wegian vessels of this size, and in his speech at the 
annual general meeting of the Norwegian Shipbrokers’ 
Association, Mr. Fr. Dale, the president, touched on 
the many problems confronting owners of such vessels 
today. He said that it was no longer possible to obtain 
enough Norwegian tonnage to carry the fresh herrings 
which were exported during the winter months, a kind 
of traffic that had formerly been handled exclusively by 
Norwegian ships. Recently the committee submitted 
its report and, although it has as vet not been made 
public, it has been made known that the report ts 
unanimous. Coming from committee with such a 
representation shipowners, trade — unionists, 
Government officials and economists this ts an out 


mixed 


standing achievement, and the recommendations of the 
report will be awaited with great interest. 

In a recent speech, Mr. Sverre Ditlev-Simonsen said 
that daily expenses for a tanker of 16,000 tons d.w. 
were today some Kr.4,500 against Kr.900 before the 
war. With regard to the cost of building a new vessel 
of this type and size, a sum of Kr.17 or 18 mn. would 
he needed today against some Kr.9.5 mn. as late as 
in 1948. During 1951 it is reckoned that the Norwegian 
fleet will contribute some Kr.1,500 mn. to the foreign 
payments balance. Of this sum about Kr.700) will 
he used for new buildings and services of loans that 
the Government had asked Norwegian owners to take 
mitside Norway. 


Important Shipbuilding Events 


The first half of 1951 has been an eventful one for 
Norwegian shipbuilding. The first and greatest event 
of 1951 was the christening of the Berge Bergesen, built 
by Rosenberg mek. Verksted, by the Crown Princess at 
Stavanger in January. The vessel, which is of about 
16,000 tons d.w., is due to be delivered at the end of 
June. This vessel will be followed by three sister ships 
and then by two tankers of 30,000 tons d.w. each to 
he delivered to Mr. Sigval Bergesen d.y. in 1954 and 
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1955. These two vessels are the largest yet ordered 
from Norwegian yards and in order to construct them 
their stems will have to protrude into the plate shop 
building. The roof has been arranged in such a way 
that it can easily be removed. 

The next important event took place at Fredrikstad 
in the middle of May when Fredriksstad mek. Verksted 
launched the first of a series of tankers with a capacity 
of 18,500 tons d.w. 
size are to be built for variofis Norwegian owners by 
the same vard. The first one, the Tank Princess, was 
launched to the order of Sig. Herlofson & Co., Oslo. 
Next to the Berge Be rgesen, She is the largest ship vet 
launched by any Norwegian yard. In view of the 
number of ships ordered, Fredriksstad mek. Verksted 
is’ the Norwegian vard with the best filled order book, 
for beside the nine sister ships already mentioned a 
tanker of 20,000 tons d.w. is also to be built for the 
owners of the Tank Princesse which will be delivered 
this autumn, probably in September. This yard has 
an interesting history. In 1912 it built more tonnage 
than all Swedish yards put together; and many thoughi 
that it was destined to be the largest in Scandinavia, 
especially after large developments had been completed 
in 1915; but events were to wreck the whole plan and 
F.M.V., which has given its name to the now famous 
Fredriksstad Steam Motor, needed many years and a 
new postwar boom to recapture the lost ground. Today, 
as will be seen, the yard is tuned up for great events 
and a well trained labour force as well as an excellent 
staff will do much to secure success. 


No fewer than nine vessels of this 


Handy-Sized Cargo Liner 


Towards the end of May the small but modern yard 
at Sarpsborg, not far from Fredrikstad, the Sarpsborg 
Mek. Verksted, delivered the Vigrid, a handy-sized 
cargo liner of 4,300 tons d.w. with the following dimen 
sions length b.p. 334 ft. 8 in., breadth moulded 
tS ft. 1 in., depth moulded to main deck 21 ft. and to 
shelter deck 31 ft. 2 in., draught loaded 20 ft. 4 in. 
Built as an open shelterdecker with the forecastle 
extended to No. 2 hatch, the vessel is extremely well 
suited for the carrying of general cargo. She is 
equipped with five large hatches. No. 2 hatch is 
particularly large and served by two pairs of derricks 
of 5 tons capacity, as well as one of 15 tons capacity. 
The other four hatches are each served by a pair of der 
ricks, all of 5 tons capacity. The vessel was taken over 
by her owners, Bachke & Co., Trondheim. She has 
been chartered to Mr. Oivind Lorentzen, Oslo, and 
after a trip to the Mediterranean she will leave for the 
United States, where she will enter Mr. Lorentzen’s 
liner service between United States Atlantic ports and 
Brazilian ports. The Vigrid is the third of a series of 
ships, of which Fearnley & Eger have taken over the 
first two, and two more are to follow, one at the end 
of the vear and the other one in 1952. These will both 
he delivered to Ivaran Lines, of Oslo, and will enter 
that company’s service between North and = South 
America. Sarpsborg Mek. Verksted is a comparatively 
new vard, just over 30 years old. Originally built as 
i repair vard, it was only in 1938 that the construction 
of large ve ssels was started. There Is only one slipway 
ind on it no ship larger than the Vigrid can be built; 
but there is ground adjacent to the yard’s own land 
if it could only be obtained, and during the trial trip 
of the Vigrid a great impression was made when the 
representative of the workers stood up and in_ his 
speech mentioned the men’s concern for the yard’s 
future, especially in connection with the acquisition of 
the land necessary to build another and bigger slipway. 
The Vigrid has been fitted with a Burmeister & Wain 
diesel developing 3,050 e.h.p. and on her trials she 
reached a mean speed of 15.7 knots. 

At the beginning of June Akers mek. Verksted 
delivered the motor cargo liner Samnanger, of 8,100 
tons d.w., to Westfal-Larsen & Co., Bergen. Built as 
an open shelterdecker with three decks in the forward 
holds and with large tanks for carrying vegetable oil 
on either side of the tunnel in the after holds, and in 


addition having refrigerating space of some 94,000 
cu. ft. in Nos. 2 and 3 holds, she will be a valuable 
addition to the company’s service between Brazil and 
Pacific ports of the United States and Canada. Her 
main engine ts an Akers-B. & W. two-stroke double 
acting 6-cyl. diesel built on the most modern princi 
ples with exhaust cylinders as large as the working 
cylinders. At 115 r.p.m. the engine develops 6,900 
i-h.p. and the speed is 17 knots. 

In the middle of June Kaldnes mek. Verksted 
delivered the Thalatta to Wilh. Wilhelmsen. Of about 
8.000 tons d.w., she is built for a service speed of 16.5 
knots and will enter the company’s services to the 
Mexican Gulf. In THe SuipeiInc Worip of May 30 it 
was mentioned that Kaldnes mek. Verksted had 
received orders for three tankers of about 18,000: tons 
d.w. and a fourth order for an even larger tanker. It 
is now learned that the fourth one as well will be of 
some 18,000 tons d.w. and she is to be built to the order 
of Knut Knutsen O.A.S. of Haugesund. 





Launch of the “ Kenya Castle ” 
Passenger Ships Building at Belfast 


Thr seconp of a series of three one-class passenger ships 
for the Union-Castle Round-Africa service was launched on 
Thursday from the Belfast shinyard of Harland & Wolff, 
Ltd. The vessel was named Kenya Castle by Lady Mitchell, 
wife of Sir Philin Mitchell, Governor of Kenya. The first 
of the series, the Rhodesia Castle, was launched on April 5 
and is exvected to enter service next October, when the 
Llanstephan Castle will be withdrawn. The third of the 
series is now on the stocks and is expected to be ready for 
launching early next year, The possibility of the yard 
building a fourth vessel of this tvoe was mentioned after the 
launch by Sir Frederick Rebbeck, chairman of the builders, 
who stressed that the yard needed more vassenger liner 
orders to keep its establishment fully balanced, The three 
Union-Castle liners of this series are the only passenger 
vessels in progress in the yard, and he hoped that if they 
could make the delivery time fast enough and the price low 
enough they might obtain an order for a fourth shiv of this 
type. Sir Vernon Thomson, chairman of the owners, wel 
comed the distinguished guests from East Africa, vointing 
out that the Union-Castle company had been closely asso 
ciated with Kenya for many years. 

\ vessel of about 17,300 tons gross, the Kenya Castle will 
accommodate about 580 passengers in rooms with one, two, 
three or four berths, a number of which will have private 
bathrooms or showers. Only a variation of colour schemes 
in the decorations will distinguish the sister ships, They 
will resemble the Bloemfontein Castle in outward appearance, 
except that they will have two masts instead of one, Both 
tre driven by twin screws powered by geared steam turbines. 
Before the launch, a representative of THe SurpeinG Worip 
had an opportunity of seeing the turbine gearing for these 
being manufactured in the engine shovs. For the first time, 
these gears are being shaved in an entirely new gear shaving 
machine recently installed 





Quicker Delivery Time at Sunderland 


At the launch of two oil tankers from Sunderland ship 
vards reference was made to the fact that they had been 
built ready for launching in less than six months. The 
16,500-tons tanker Charlton Venus, which is the largest ship 
ever built by William Doxford & Sons, Ltd., was ordered 
for the Charlton Steamshiv Co., Ltd. Under Doxford’s new 
prefabrication plan, introduced less than a year ago, the 
ship was built ready for the water in 214 working weeks, 
which is half the time taken under the older method. The 
tanker Atheltemplar, built for the Athel Line by J. L. 
Thompson & Sons, Ltd., Sunderland, is the first shiv built 
under Thompson's vrefabrication scheme and has been built 
from the laying of the keel to the launching in under six 
months. Speaking at the launch of the Atheltemplar, Capt. 
F. H. Formby, a director of the owners, said a shortage of 
steel for the shipyards amazed him, He did not think there 
could be any sound logic for restricting steel supplies for 
ships, which were the greatest earners of foreign currency 
this country could have. Another Wear launch on the same 
day was that of the British Maple, a tanker for the British 
Tanker Co., Ltd., built by Sir James Laing & Sons, Ltd 





THE NEW “PATRICIA” 


IMPRESSIONS FROM A VOYAGE IN THE NEW SWEDISH LLOYD “LONDON LINER” 


By A. C. HARDY, B.Sc., M.I.N.A. 


Ir is one thing to study introspectively the design of 
a modern passenger ship from blueprints, or even to 
see her at the launching stage, but a true appreciation 
of her worth and the way in which she fits neatly 
or otherwise to the pattern of contemporary transport 
can only be appreciated by actually living in the ship 
and by making a vovage in her. So, undoubtedly it 
is with the newest Swedish Lloyd ‘* London Boat ”’ 
Patricia. In this respect I was fortunate enough to 
be one of a small band of guests of the Swedish Lloyd 
who had the unique experience of passing through 
outward immigration in the unusual setting, for the 
officials were seated behind the table in the canteen 
of the Neptune yard of Swan, Hunter & Wigham 
Richardson, Ltd., the ship’s builders. They, like their 
opposite numbers the Customs officers, were specially 
Certainly the 


polite for the occasion, one feels. 
embarkation of a number of guests took place speedily 
and efficiently in the shipyard, and the Patricia then 
sailed down the Tyne wrapped in its Saturday after 
noon silence and out through the piers on her first 
* house-warming 


vovage under the Swedish flag, a 
party " bound for her home port of Gothenburg. 

It searcely seemed possible that time had passed 
so quickly since first the ship was planned, ordered, 
and then launched, and it is certainly no_ reflection 
either on the owners or on the management side of 
the builders that the ship appeared to be incomplete 
in certain minor details when she sailed. That, indeed, 
is merely an indictment of the * methods 
of some workmen today. 

The Patricia reflects the building traditions of a firm 
which constructed the memorable first Mauretania and 
which has built many passenger liners for many 
countries in the years which have followed. I think 
that the word ‘ gracious’ might be applied to the 
Patricia. At the same time, in searching for other 
adjectives with which to describe her, LT would say 
that she is the most traditionally modern ship built 
in these recent years. Her accommodation has been 
planned to give an atmosphere which is a cross between 
the solid comfort of a country house and the efficiency 
of a modern hotel, and the group of public rooms have 
been cleverly planned to give an air of transatlantic 
liner spaciousness in a hull limited to a certain extent 
by considerations of the North Sea trade. Yet she is 
not too smal] for cruising, comparing rather closely 


* go slow 


in dimensions with the new Furness, Withy cruising 
liner Ocean Monarch. Undoubtedly, one of the cleverest 
“tricks ’’ in the design of the passenger layout is to 
be found at the forward end of the lounge where one 
finds two curved, sweeping staircases leading up to 
an observation lounge at the forward end of the Boat 
Deck. On walking up the stairs one is conscious of 
the aesthetic advantages of what in clement weather 
will really be a sun trap, and on walking down the 
stairs of the magnificent mural depicting in ** trade 
route " style the voyages of the early discoverers. 

In respect of this Boat Deck sun lounge the Patricia 
differs entirely from the Saga and vet, of course, it ts 
easily possible to trace backwards the evolution of 
the Patricia from the earlier Suecta and Britannia, and 
for the same reason to reflect on the change which 
has come over passenger transport by sea in recent 
vears when the discreet, softly-lit drawing-room type 
of apartment has now become a much more generous 
space with facilities for dancing. There is everything 
that is modern, yet nothing that is modernist about 
the decoration of the Patricia. The choice of quiet 
woodwork and most delightful upholstery materials 
makes the passenger feel that he could live in’ the 
Patricia for weeks and never become bored with her 
or even irritated. Someone did remark that it would 
he easy to soften down the panel lighting over the 
sofas in the main lounge alcoves; this, however, is a 
very small matter, the necessity or otherwise for which 
t few round voyages will undoubtedly have determined. 

For those who like a good bar, there is ample space 
in the First-class bar of the Patricia. This is a direct 
development of the bar in the Saga with, however, an 
entirely different treatment. The classical history of 
British drinking, shown in a beautiful carved front to 
the bar counter, was greatly appreciated by passengers 
on the inaugural trip. 

As in the Saga, Second-class accommodation is of a 
very high standard, nearly as good as First class. Cabin 
appointments everywhere are well up to Swedish Lloyd 
standards. Some people might prefer a mirror in their 
cabins as well as in the toilet wash places attached, 
but this, after all, is a very small point. The disap 
pearance of bunk curtains marks the elimination of an 
irritating old habit. 

It was only natural that during the course of the 
** house warming os vovage there should be much 
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discussion about the question of machinery. I have 
never subseribed to the theory that the Saga vibrates, 
uit it must be admitted that the geared turbines and 
watertube boilers of the Patricta are an indication of 
the tremendous strides which have taken place in steam 
propulsion in the last ten years or so. Certainly power 
or power and weight for weight the turbine would 
ppear to be at an advantage when compared with 
i corresponding direct-coupled diesel, which, in any 
ise, would be higher and probably longer. It is wrong 
to claim that turbine equipment is entirely noiseless. 
It may less noisy than an oil engine, but there ts 
ilways apt to be a certain ringing sound from the gears 
effect) which 
possibly may be remedied by modern methods of sound 
nsulation. 


n certain conditions of operation, an 


The Patricia’s machinery undoubtedly reflects good 
practical practice for this class of ship, and the Swedish 
Llovd must be flattered by the knowledge that their 
Bergen Steamshtp Company, are using a 
milar type of propulsion in their new Newcastle 
Bergen ship, though the fact that the builders of the 
Norwegian vessel and the builders of the Patricia are 
the same is not without significance in this connection, 
The Patricia now takes her place as an important 
iddition to the North 


ind mail services, and as a good spur 


rivals, the 


ip of the year, a most valuable 
passenger 
the further upward trend in the passenger-carrying 
irve of the Swedish Lloyd, which has been such a 
irked feature of postwar years. The Patricia will be 
ited in service, and it is quite certain that the 
vledge of het 


entry into service will be escaped 


w people whether in Sweden or Great Britain. 


TECHNICAL DESCRIPTION OF THE 
“PATRICIA” 


yer ond cargo turbine steamship 
it the Neptune works of 
tichardson, Ltd., for the Rederiak 

f Gothenburg, and is the fifth 
Designed 
in (and for cru ), she is an 


ssel 


engined 


these Swedish owners 


communications ween Scan 
the largest passenger liner wu 
civic reception greeted the vess 
henbur end of her maiden voyage from the 


1 Prime Minister of Sweden and leading personalities 


lipping nd transport being present to receive her as 


me the first ship to enter the new London Pier. The 
equently visited by the King and other 


Swedish roval family and by thousands of 


WW sub 
velled specially to the port to view the ship 
survey of Lloyd 
R.M.C. and to 


ration in ice 


built under the r | 

wo Al * LM. 
‘strengthened f 

the Minist 


ry Transport and the 
{ “ 


roa toreign-going vassenger cert! 
complied with, as well as those measures 


Seattle Conference and the British Home 


**Windscreen”’ lounge 


Office Factory Act. Special attention has been given to fire 
precautions throughout the vessel, The principal particulars 
of the shiv are as follows: 


Length between perpendiculars 415 ft. 6 
Breadth moulded 58 fe 
Depth moulded to deck 31 ft. 9 
Draught 19 fe. (mean) 
Corresponding deadweight 2.430 tons 
Cargo capacity, bale, inclu 

of refrigerated space 105,300 cu. fr 
peed 9 knots 
Gross tonnage 7.700 
Net tonnage 4,250 
Total number of passengers 408 
Dfficers and crew 139 


547 
One set of Parsons type single-reduction 
geared steam turbines, with steam at 450 Ibs. per 
sq. in. and 750 deg. F. total cemperature, develop 
ing 8,650 i.h.p 
Cargo will be carried in three holds and three tweendecks, 
No, 2 hold and tweendecks being titted for the stowage of 
motor cars, and one tweendeck is insulated for the carriage 
of refrigerated cargo. Large provided with 
patent steel covers, being served by 3, 5, and 10-(ons derricks 
with electric winches. 


hatches are 


Passenger Accommodation 


Accommodation ts provided for 12 passengers in six de lias 
cabins on A Deck; 154 First-class in one and two-berth room 
on B Deck and C Deck, all the cabins on B Deck having 
private toilets: 78 Second-class in two and three-berth rooms 
on © Deck; 100 Third-class passengers in two and four-berth 
rooms on D Deck; and 64 group vassengers in dorm.torie 
for six, eight and 12 versons on D Deck With a crew of 
139, the ship will carry 547 persons in all, The decoratioy 
of the public rooms has been designed and carried out by 
Swedish and British decorators. A) B Nordiska Kompaniet, 
of Stockholm, were responsible for the P 


dining saloon, bar, 


First-class lounge. 
library, private dining room, and the 

and for the Second-class smoking room, 
bar, dining saloon, and entrance Mavle & Co., Ltd., of 
London, have designed and fitted out the First-class smoking 


oom and the de lure suites, the remainder of the 


First-class entrance, 


joiner 
work and furnishing being carried out by the builders, Over 
150 Beclawat windows have been fitted throughout the ship 
Phe Boat Deck balcony is enclosed throughout with Beclawat 
Stormwat Unit Sliding and Unit Fixed windows, as also is 
he Boat Deck shelter Sixteen “Deeo-six’’ Dunlopillo 
mattresses in damask covers have been supplied by the 
Dunlop Rubber Co., Ltd., for the 16 First-class cabins; 39 
{ the Second-class cabins; and 11 for the officers’ cabins 
Phe gallevs, bakery, pantries, ete., are arranged on C Deck, 
ift, in close proximity to the dining saloons, and are fitted 
with the most up-to-date electrical equipment 

The captain and navigatine officers are housed on the 
navigating bridge and Boat Deck, and the engineer officers 
on © Deck amidshins. The crew is accommodated in two 
rranged on A. B and ( 


requirements of the Seattle Conference 


berth cabins, and messrooms are 
Decks, all to the 


Heating and Ventilation 


The passenge and officers’ accommodation is heated and 
ventilated by the Thermotank ‘*Thermo-R 


the crew's 


system, while 
ccommodation is served by a modified arrange 
This Thermo-Reg svstem enables 
separate control of temperature in the cabins by means of 
louvres, which can be adjusted to suit individual require 
Punkah louvres are installed in the crew's accommo 
dation, the conditions in the spaces being to the latest M.O.T 
ind Swedish B.O.T, specifications, The vublic rooms on this 
provided with an arrangement of the Thermotank 
*Auto-Reg™ svstem, which, by means of automatic thermo 


ment of the same svstem 
ments 


vessel art 


stats, controls the temperature of the air in these svaces 
A number 
of the minor public rooms which are not served in this way 
ire fitted with a modified arrangement of the “Thermo Reg’ 
system. Streamlined louvres, distributors and punkah louvre 
ire fitted in connection with this system 

The passengers’, baths, W.Cs and washplaces are generally 
fitted with Thermo-Reg louvres throughout, while the crew's 
fitted with non-return louvres; all thes 
spaces are also amply exhausted by Thermotank centrifugal 
exhaust fans. The galley is supplied with air at atmospheri 
emperature and is also amply exhausted by 
exhaust fans e passengers’ snaces on D Deck are served 


The major public rooms are also amply exhausted 


tollet spaces are 


centrifugal 


Thermo-Reg system, 
punkah louvres being fitted All fresh air introduced into 
the system is first passed through Thermotank viscous type 
ir filters. Hot and cold fresh water and hot and cold salt 


with a modified arrangement of the 
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TWo SPEED, SPLASH LUBRICATED 


Steam Winch 


Silent Efficiency in Cargo Handling 


The M.V Polamhall” is one of the many modern ships 
Chapman Splash Lubricated Steam 


fitted with the Clarke 
one of the most efficient steam 


Cargo Winch, recognised as 
cargo winches in the Merchant Service 
Cargo handling time is considerably reduced as the 


j 


winch can work t double the usual speeds 


Phis winch ts silent in operation, uses less steam per 
lift and is completely watertight. The engine and all 
working parts are splash lubricated 
te information 1s 


Our booklet giving full technical 


available on request 


Cnke, Chapman & CO. LTD. , 


CLARKE, CHAPMAN & CO. LTD 


NOON ADDRESS: Fenton House, 112 113 Fenchurch St., London, E.C 


., Victoria Works, GATESHEAD 8, Co. DURHAM. Te!: Gateshead /227! (i0lines). Grams 


(Mark the 
@ Totally enclosed. 
@ Watertight. 
@ Iwo-speed spur gear drive. 
@ Rated for Arctic and Tropical conditions. " 
f, 


Cyclops Gatesheao 


Tel: Royal 2737/8 Grams Cyclops Fen, London 
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water systems are arranged for all the passengers’ spaces, and ANALYSIS OF 1950/51 WHALING RESULTS 


hot and cold fresh water to the crew's accommodation, galleys 


i ‘ ’s whaling in the Norwegian 
ind pantries, et A vapour bath is arranged in the First A survey of last season’s g g 


Whaling Journal shows that 19 expeditions took part in 
pelagic whaling in the Antarctic, accompanied by 241 
catchers In the 1949-50 season there was 18 expeditions 
ond 216 catchers. The partic,pation last season was the 
largest since the war, and the permitted quota of 16,000 
blue whale units was caught in the shortest time ever 
recorded—78 days, compared with 84 in the previous season, 
Ores Ses 8 Gye eumeN, — sounding equipment, sound 102 days in 1948-49 and 115 days in 1947-48, Oil vreduction 
reproduction and loud speaking telephones, radar, Deces amounted to. S:160000 Garrels. last ‘season, an ancrease ol 
N ivigator, wire less, and direction finder, ete, Arrangements 139,000 barrels compared with the previous season. Of this 
are also made for wireless telephony and shore telephones production, 1,900,000 barrels derived from the 16,000. blue 
automatic sprinkler and fire alarm system is installed whale unite: ap jocrease of 16.000 hacrele Moat of the 
passenger accommodation, public rooms, crew accom increase in overall oil production was due to a large increase 
modation and storerooms, ete., with CO: fire extinguishing in the production of sperm oil—244,000 barrels compared 
connections to the cargo holds and tweendecks and in the with 130,000 barrels the previous season. Sperm whales may 
machinery space A smoke detection installation has been be caught before the whaling season prover starts, and are 
fitted to the cargo holds, cargo tweendecks and refrigerated not included in the fixed quota of 16,000 blue whale units. 
cargo spaces, to conform to the requirements of the Inter The veteran whaling nations, Norway and Britain, had 
rational Convention their share of total oil production reduced last year com 
An electric hydraulic steering gear of the four-ram type. pared with the share of other nations who have now started 
with two motors and two pumps, is fitted, and controlled whaling on their own account. Not only did Norway's and 
by telemotor from the navigating bridget Britain's production decline relatively but also absolutely 
The single-screw propelling machinery, which has been Anglo-Norwegian combined production was 1,437,000 barrels 
installed by the Neptune Engine Works, comprises one set of iS against a production of 1,544,000 barrels in the 1949-50 
turbines of Parsons’ latest design, having H.P., LP... and season, The production of other participating nations went 
L.P. turbines connected to the propeller shaft through single up from 337,000 barrels in) 1949-50 to 467,000) barrels in 
reduction gearing. The main condenser is of the Weir re 1950-51 The increasing number of exveditions means that 
generative type and is secured direct to the underside of the the share of each expedition must decline, as the total quota 
L.P. turbine casing Steam is provided by two Babcock & is limited. The increasing number of expeditions means also 
Wilcox integral furna watertube boilers arranged to burn that more whales are caught early in the season when their 


iss accommodation 
The life-saving appliances will consist of six Fleming hand 
prope lled Birmabright lifeboats, and two motor lifeboats, al 


‘ 
| 
in gravity davits having electric boat winches: also seven 


“Simplex” buoyant appliances each for 2) persons, all to 
Ministry of ansport requirements. The shiv has also been 


oil content is less. It is estimated that from December 22 
when the season opened, up to January 2 the average output 
from each whale caught by the Norwegian exveditions was 
about 90 barrels The Norwegian exveditions caught 2,500 
blue whale units in that) period If the season's opening 
had been delayed the average output from each unit would 
have been between 14) and 150 barrels, so that the 2,500 
blue whale units would have given an increased output of 
125.000 to 150,000 barre Is. 


oil fuel with preheated air foreed draught, and designed 
for a working pressure of 450 Ib./sq. in. and 750 deg. F 
total temperature For providing low vressure saturated 


steam for ship’s services two Cochran vertical auxiliary 


boilers are arranged to burn oil fuel with natural draught 
The auxiliary machinery, with the exception of the main 
feed pumps and the pumps in connection with the auxiliary 
boilers, is electrically driven Electrical power at sea is 
supplied by two turbo-generators, while for port use, whet 


the boilers are shut down, two diesel-driven generators are 





provided 





hour tankers of 18,400 tons d.w, ordered from Cammell 
Laird & Co., Ltd., for the Argentine, and three of 10,000 tons 

Tue Blue Star liner Empire Star is expected to arrive in rdered from Uddevallavarvet A/B, of Sweden, are to be 
the Tyne in August for repairs by the Middle Docks & equipped with gyro-compass installations by he Sperry 
Engineering Co., Ltd The ship was due at the vard by Gyroscope Co., Ltd, Two of the 18,400-Lonners and two of the 
now, but has been delaved by the New Zealand dockers 10,000-tonners have already been delivered All the vessels 
dispute will be equinned with Sverry Mark XIV units 


‘* Patricia ’’ Inaugurates New Pier at Gothenburg 


A double event occurred at Gothenburg when the Swedish Lloyd passenger liner Patricia berthed at the Majnabbe pier. In addition to sailing 

on her maiden voyage, the Patricia was the first vessel to use the new pier, her arrival coinciding with the official opening of the pier by Prime 

Minister Tage Erlander. The new pier, with its three-storey terminal building, will be a great asset to the steadily increasing trade with the 

United Kingdom. The inner quay has a length of 459 ft., while the length of the outer quay is 295 ft. and the transverse section 196 ft. The 

32 ft. depth of water at the outer quay compares with 23 it. for the other quays. With a width of 82 ft., the quays have three railway tracks 

alongside. When completed at the end of this year the total cost of construction of the pier is expected to amount to Sw. Kr. 10,400,000. It 
is built chiefly on piles, there being ten bridge cranes of German construction for the handling of the cargo. 
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SWEDISH SHIPPING AND SHIPBUILDING 


PROSPECTS OF KEEN COMPETITION 
By THE SHIPPING WORLD’S Own Correspondent 


Ar the general meeting of the Swedish Shipowners’ 
Asso ion at Gothenburg, Mr. Emanuel Hoghberg, of 
Stockholms Rederiaktiebolag Svea, was elected presi 
n succession to Mr. kK. R. Bokman, of Swedish 

Mr. Hoégberg is the first president represent 
Stockholm shipping company since 1906, all other 

ents having heen from Gothenburg, and this 


in many circles taken as a logical result of 


rapid development of the Stockholm fleet during 


istomary irvey of last year and forecast 

Mr. Hogbherg warned shipowners to be 

sudden changes. For example, a 

between the great power groups might 

situation with dintinishing supply or even 
cargoes and a rising surplus of new vessels. 
ircumstances Sweden would face severe com 
from foreign flags owing to high running ex 
ch the Government may not be able to keep 
limits. According to Mr. Hoégberg the rise of 
ght rate level is mainly7due to strategic stock 
irming and the longer hauls made necessary 
uvcity of raw materials and the increased pur 
power among larger sections of the people. The 
id for tonnage has been further intensified by the 
Two-thirds of the Swedish 


int fleet has now to be considered as liner ton 


ial port situation. 


working with long-term charters and it ts thus 
by port difficulties. As regards tanker ship 
ereas Sweden n 1939 had only 20> large 
iting 270,000 tons d.w., the number to 

350,000 tons, besides 
00,000 tons under construction. This increase ts 


lay is 3S with a total tonnage of 


ral fo country showing an ot] consumption three 
man oin 1Lo89, The larger part of this 

heen fixed on charters running for 

it at rates much lower than usually 
He deplored that the authorities had 
special conditions affecting shipping in 
regulating working hours and holidays 


Swedish Asiatic Company 


operating revenue OT the Swedish East Asiati 
many last vear showed a decrease from 8.26 to 7.55 


or about 9% per cent. Other revenues 


on Kronor, 
hed a total of Kr. 1.87 mn. (Kr. 1.82 mn.) includ 
» profit on the sale of the steamer Ceylon, built) in 
i911, to Chinese buyers After depreciaton of Kr. 5.2 
(6.13) and taxes of Kr. 1.2 mn. (1.1) there remains 
net profit of Kr. 1.23 mn., enough to allow for a pro 
sed unchanged dividend of 6 per cent. Income has 
( njurtously affected by the general rise of the costs 
ind delays in ports. Two motor vessels aggregating 
19,650 tons were added to the fleet last year, whereas 
the steamer Ceylon, 9.390 tons, was sold. In 1950 the 
comprised 17 vessels, totalling 144.800 tons d.w. 
gv an average age of eight vears. The active ton 
iage, with a purchase value of Kr. 91.83 mn., has a net 
ook value of Kr. 16.78 mn. (Kr. 116 per ton), while two 
new ips under construction, with a gross value of 
Kr. 19.51 mn., have a net book value of Kr. 18.72 mn. 
Insurance premiums on the hulls of the entire fleet 
iounts to Kr. 109 mn. 
The Gothenburg Harbour Board has 
erthing space to some of the largest shipping 
Pransatlantic will 
permanent berths, the East Asiatic Company 


illotted perma 
with overseas services. 


Johnson Line two each, the Swedish Onent 
berth and the Transatlantic and the Swedish 
Line one between them. As far as the usual 

Gotha Co., Swedish Lloyd and the Wilson 
concerned, there ts ! ! for special allot 


ments, their interest being niet by earlier arrangements. 
In the event of one of these companies having more 
vessels in port than covered by the number of allotted 
herths, space has to be applied for among existing 
general berths. If any company temporarily does not 
require any space, its permanent berth may be used 
by other shipping compamies. It is now hoped that 
export goods will be transported to these berths and 
stored in the sheds or on the quays in good time before 
the arrival of vessels, in order to speed up loading and 
to avoid having loaded wagons standing idle. 

The freight market continues to show a rising ten 
dency and the shipowners are expectant for still higher 
rates in the near future. Fixtures for wood, prompt 
loading, from the Baltic include about 100 stds. Ahus 
Aberdeen at 200s., free discharge. Also noted was 
200) stds. Halmstad/London at 210s. at the end of 
May. A vessel with props, 875 stds., was taken from 
Mo and Hudiksvall to London for 235s. For coal there 
is still scarcity of tonnage. The rate from Poland to 
Kalmar/ Stockholm range is about Kr. 19 or 20. From 
Tyne to Skelleftea for June loading a 2,200-tonner was 
fixed at Kr. 26 per ton. The Polish authorities have 
recently not accepted a number of Swedish vessels char 
tered by Swedish importers for loading coal. The result 
is a serious backlog in the import of coal to Sweden, 
increasing from 120,000 tons at March 31 to at least 
200,000 tons. It is maintained in’ Poland that the 
Swedish tonnage is unsuitable. 

Rumours that the Thordén Line is winding up its 
business in Finland are refuted by the management, 
At the 


ing the Finnish flag and there are plans for an increase 


moment five of the company’s vessels are weat 


in that number. The chartering business has been 
transferred to Damielsen Carsten & Son. As already 
known, the Thordén Line after the war transferred the 
greater part of its tonnage to Sweden, where the head 
office was established at Uddevalla. 

The embargo on the Panamanian vessel Filadelios was 
when she left for Murmansk. Another 
Panamanian vessel, the Arion, from London, was. the 
same day declared blockaded by the Swedish Seamen's 
Union until the owners signed the usual salary agree 


raise d on June 


ment and adhered to safety regulations. 
Temporary Repairs 


Ihe motor vessel Christer Salén, of 9,100 tons d.w., 
which broke in two off the coast of Japan last winter, 
has now been temporarily repaired at Yokohama. To 
replace the lost 220-ft. forepeak of the vessel, a new 
fore part with a length of #8 ft. has been constructed 
round a remaining deep tank. The costs of a complete 
repair in Japan would have been twice the amount 
As no Swedish yard 
is able to take the vessel for repair, the Salén Company 
has ordered a new forepart from A. G. Weser, at 
Bremen. The vessel is on her way home at a reduced 
speed of 9 knots and with about 2,000 tons cargo. The 
homeward voyage will take two months and during 
that time the German yard will build the forepart. 

Lifeboats of plastic have been introduced in Sweden 
by AB Livbatsvarvet at Gothenburg and the experiment 
of this company is being followed with great interest. 

Rederi A/B > Majviken, at Gothenburg, has been 


uthorised to purchase the steamer Boudjmel, of 2,352 


paid for the same work in Europe. 


tons gross from France. The vessel was built in 1918 
and cost £73,000. Rederi A/B Bris at Stockholm and 
\/B Hafsten at Elleholm were authorised to purchase 
respectively the motor vessel cfrna (4,368 tons gross) 
from Norway and the steamer Lisheth (2,752) tons 
vross). The latter vessel was built in 1922 and the pur 
chase price is Kr. 2,325,000, whereas Rederi A/B Bris 
paid £315,000 for the Arna, which was built in 1929. 
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SHIPS’ STRUCTURES 


A CENTURY OF PROGRESS 


By R. B. SHEPHEARD, C.8.E., B.Sc.” 


ineffec 


ONE HUNDR vo. with the reveal of the Navigation sound practical basis. The process of clearing away 
| 


Acts ar ¢ opening of seaborne trade with this country to tive material was greatly accelerated some fifty years ago 
ships o ionalities, British shipping was entering on a hrough the application of ‘* determinate ’’ methods for 
period f vigorous expansion 1 steam-engine and the issessing framing and similar seantlings, and particularly 
ron ship opened up entirely new possibilities of development by the work of Foster King, Bruhn, and Isherwood. 

While in 1851 steam nackets were well established on the Ah analysis has been made of the ratio of deadweight 


services of the General Steam, Cunard, Royal Mail, and displacement for a number of representative riveted three 
Pacific Companies, only & per cent of British tonnage was island and open shelterdeckers about 400 ft. long and cor 
steam driven, and the bulk of trade was carried both overseas rected, for comparison, to a common block co-efficient of 0.76 
ind on the coasts in) wood sailing-shivs Yet during the rhis reveals that a ratio of about 0.66 in 1890 has imvroved 
following twenty vears the total British-owned tonnage was to 0.73 in 1920-25, with little change since that veriod. n 
doubled, and reached a figure of nearly 85 million’ tons examination of individual ships shows that the reduction in 
Of the tonnage of new shivs built in 1870, 66 ver cent were machinery weight at constant speed is largely offset by an 
steam driven and 80 ver cent constructed of iron. Structural increase in wood and outfit, Compared with the earlier years, 
irrangements of early iron ships followed all too closely there remains little scope for reduction in the structural 
those of the wood shin, though advantage was soon taken weight of ships excepting by the most effective use of welded 
improved strength to increase dimensions. In 18538 design; and pending the development of means to inhibit 
339 ft. in length, the largest steamshiv then corrosion wastage, or of alternative structural materials. 

The 1863 Rules of Llovd’s Register The design of ships for carrying bulk oil cargoes, and con 

sketches of design commonly adopted forming in essentials to modern ideas, dates from 1886, when 

three memorable tankers were built on the North-East Coast. 

remembered in association with These were the Gluckauf, Bakuin and Loutsch, from the yards 

for the design and building of that remarkable of Armstrong Mitchell, Wm. Gray, and Hawthorn, Leslie 

t Eastern, on the River Thames between 1854 The Loutsch, renamed Chaumian, still avvears in Lloyd's 

was 6SO ft. in length, with cellular con Register Book, registered at Odessa The Loutsch had two 

n the bottom, extending up to some 10 ft. above longitudinal bulkheads with tanks about 26 ft, in length, 

terline, and with similar construction at the ind expansion trunks, but with a ventilated MacIntyre double 

Ten transverse bulkheads were fitted This bottom for ballast only. 

rved by financial misfortune during Isherwood, in his historic 1908 paper to this Institution, 

service, but her structure was revolu described the tirst tanker built on his longitudinal svstem by 

ind proved entirely successful She “* stands out as Craggs, of Middlesbrough, the Paul Pata The Isherwood 

a mil one in the history of shipbuilding, and no other system transformed the whole picture of tanker development 
vessel of similar dimensions was built till over 40 vears later The earher erection difficulties with longitudinal con 
Wrought iron plates were necessarily limited in size, and struction were overcome in Isherwood’s design, which made 
exceeded 500 |b. in’ weight By the nature of their full use of hvdraulie riveting, and permitted erection of bulk 

‘ methodical testing was impracticable Many heads and other internal structure in units limited only by 

complairt were voiced of the inconsistent and poor quality the available berth lifting capacity 

of the mat: , and in some instances, of excessive corrosion Prior to 1908 the length of individual cargo tanks averaged 
Crucibl el, with high tensile strength, was available but 25 ft. 6 In Llovd’s standard length of 30 ft. in 1924 has 
unreliable, brittle, and very costly In this country Henry recently been increased to 4 ft., but tanks exceeding this 
Bessemer took out his early patents in 1885, and Siemens length are now not uncommon. The ratio of total tank 
some ten vears late sv the early “70s 5 it Drogress had space to length of shiv has an imvortant influence on longitu 
been made in the nufacture of ductilk the con linal bending stresses As Fig. 1 shows, this ratio has tended 


erter and oven hearth processes. The third at invention © increase with beneficial reductions in the critical sagging 
n steel making was due to Sidney Gilchrist Thomas. who moments A figure of 0.65 is generally attained in modern 

IS79 took out vatents for the removal of vhosohorus in I ta 
the steel-making processes by the use of ** basic ** materials : . : 
nd cheaper high phosphorus ores could thus be used Basi Longitudinal Bending Moments 


Longitudinal bending moments in loaded and ballast con 
sis : im ditions for two series of representative cargo shivs, about 
ron to 1 shay buildir wv was ravi Whereas in 1878 330 ft. and 400 ft. in length, and of different dates of build 
cel onty S ver cent of new construction, the have been computed. The results, together with. similar 
calculations for two modern cargo liners, are tabulated in 
Dilinst Tacks Fig. 2. The bending moments have been calculated on the 
usual assumptions ; the ships are poised on a_ trochoidal 
tom ballast tanks were first introduced in th wave having a height equal to one-twentic of the length, 
colliers in 1852, for the vurvose of eliminating he length being equal to that of the shiv, The Smith cor 
ding and discharge of solid ballast on the service rection has not been avvlied, since the results are given for 
The most popular early design was. the comparison only The moments expressed by the factor 
introduced about 1860, constructed with Displacement Length B.M. have been comouted for the 

ot following conditions : 


pen hea eel soon became, and still remains, the chief 


for shipbuilding steel. The change over from 


inpletely reversed by 1890 





shallow fore and aft girders laid on top 

wen floors, and most awkward for access and (1) Ship loaded with homogeneous cargo and with coal or 

The Metuto tank only finally gave oil fuel half burnt out. 

s-the -centiey ‘bo the tranavnreah Eanee dont: (2) Ship in ballast departure condition, with all permanent 

tom, with full denth plate floors later modified with and reserve bunkers and water ballast tanks filled 
ee Moe A broad review of the two groups of cargo shivs shows 
In the course of time, tiers of beams were replaced by deep that over the last 50 years bending moments in the loaded 
webs and stringers in the cargo spaces, but were long retained condition have tended to increase actors which have 
in the forward vanting area. In vlace of the built frame influenced this trend include the change in tyne from three 
with reverse angle, rolled Z bars and bulb angles were de island to shelterdeck, and increased sveed. In ballast the 
veloped, but the associated side stringers remained as ‘tdead”’ val burner is subject to severe sagging moments; this con 
eas many years. Close snaced rows of pillars were re dition is improved in the oil burner In cargo shivs of 
sinned ab khie duniOF the eentice Hy! wale-sunosd: caine ne modern design, therefore, the more critical condition is 
porting deen fore and aft girders and by centreline bulkheads hogging loaded, whereas in earlier coal burners this was 
cting as grain divisions. The earlier oractice of §ttinc agging in ballast For the cargo liners considered. it will 
shallow horizontal and vertical stiffening to transverse bulk- v noted that the shins are hogging in the ballast condition 
heads was superseded by vertical stiffening with deep hori In Fig. 1 are shown similar comparative results for a series 
Saiielt dilatietee 3 experimental work of the 1914 Bulkhead of tankers, with machinery aft, representative of various 
Committee established sceantlings for riveted bulkheads on a lates of build. Bending moments have been calculated on 
the same basis as for the dry cargo ships, but for homogene 

ous loading only, and with one quarter of the fuel burnt out 
it being assumed that bunkers are filled at the : 


} 


loading port 
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dition, owing to the wide variation in distri 
has not been included. 


ot the 


Great advantage can be taken of the improved fixity of 
welded compared with riveted end connections, This fixity 
results shows that in the more modern significantly reduces both the stress and deflection under load 
ed sagging bending moments have tended to de in welded stiffening members. Consequently appreciable 
1 influence of reductions in scantlings are possible at welded bulkheads, for 
example, in addition to the elimination of faying flanges and 
construction, have shown no with resulting improvements in 

ed ship, but rather a universal reorganisa service 

rvard equipment and layout for increased welding, The 

rly for tankers. This unmistakable trend, dictated 

he economic and technical advantages of the new 
nstruction, does not, however, imply that 
will be entirely welded—at least 


length of tank space is pronounced. 
irs since the war, with the return to individual rather 
reversion tightness and efficiency in 


lesign of ships must be related to 
particular responsibility of the Classification Society is to 
mode examine the behaviour of hull structures under service con 
most new ditions in various states of loading and especially in bad 
for some years to weather; and to study critically all evidence of 
Experience has consistently shown that where the failure. This constant analysis of 
structure of a riveted ship has failed by tension, duc essential to a progressive revision of general and local 
strandings or other causes, the fracture has followed standards of strength, focuses attention on problems calling 
transverse line of rivet holes nor riveted butts. With for specific research. The later stages of the programme 
welding, the Classification Societies were fre framed by the Admiralty Ship Welding Committee laid 
pressed to permit a reduction in thickness of deck emphasis on the direct measurement of T 
I g in view of the absence of rivet holes were made on the 
resisting these arguments, which also ignored Ocean 
compressive strength, has been fully vindi 


experience, 4 


defects o1 
sea-going experience, 


{ 


sea forces. ests 

welded 10,000-ton deadweight cargo ship 

Vulcan over a long period of North Atlantic trading. 

rhrough the related static trials under controlled conditions 
(Continued on page 576) 














Fig. | (/eft): Bending moment factors 
in loaded condition for representa- 
tive tankers of various dates of build 


Fig. 2 (above): Bending moment 

factors in loaded and ballast con- 

ditions for representative dry cargo 

ships of various dates of build, and 
for cargo liners 





The Shipping World 





ee nye ar Wy += Se — 


THE CARGO SHIP “BILLITON” 


BRITISH-BUILT SHELTERDECKER WITH AMERICAN-BUILT MACHINERY 


THE single-screw cargo steamship Billiton recently com 
pleted successful trials from the Dundee shipyard of 
the Caledon Shipbuilding & Engineering Co., Ltd., and 
entered the service of the N.V. Stoomvaart Maatschappij 
Nederland, Amsterdam. The vessel Is believed to he 
the first merchant ship built in Britain since the war 
to be fitted with propelling machinery manufactured 
in the U.S.A 
The propelling machinery jis similar to that fitted in 
the U.S.-built €.3 ships and the present installation is 
a striking example of the far-seeing plans which were 
put into effect by the Dutch Government in Britain 
during the war to expedite the rebuilding of the fleet. 
Their confidence as to the outcome of hostilities is best 
typified by the fact that in 194 they ordered a num 
ber of C.3 turbine installations from the U.S.A. so that 
they would ultimately be available to Dutch ship 
owners when the war ended. The turbines, gearing 
and turbo-generators in the Billiton comprise one of 
the installations which the N.V. Stoomvaart Maats 
chappij purchased from the Dutch Government. The 
main engines consist’ of 9,350) s.h.p. cross-compound, 
double-reduction geared turbines which were manufac 
tured by the International General Electric Company of 
Schenectady, U.S.A 
Specially designed to meet the owners’ requirements 
for their trade between the Far East (Java and 
SJutavia) and Holland, the Billiton has the following 
characteristics 
493 ft 
465 fc 


66 fc 
33 fr 


16 knots 


Built to comply with the requirements of Lloyd’s 
Register for class 100 A.1, the Billiton has three com 
plete decks except for No. 5 hold and a raised fore 
castle above the shelter deck. Of the five holds and 
tweendecks, Nos. 3 and # lower holds are sub-divided 
into deep tanks for the carriage of vegetable oil. Four 
separate compartments in the shelter tweendecks amid 
ships provide about 35,000 cu. ft. of refrigerated cargo 
space. The five cargo hatches are served at each end 
by double derricks and the cargo handling equipment 
comprises sixteen 5-ton and four 10-ton derricks with 
one 50-ton derrick at No. 2 hold, and one 30-ton at No. 
> hold. The 20 electric cargo winches, two warping 
winches aft and the windlass are all electrically driven, 
The steering gear is of the electro-hydraulic type. 


Following the usual trend for vessels of this class, 
accommodation ts provided for 12 passengers. This is 
arranged in staterooms on the promenade deck, each 
being provided with a separate lavatory. This same 
deck also contains a spacious lounge and smokeroom 
for the passengers. The captain's suite, W/T opera 
tor’s accommodation, W/T office, chartroom and wheel 
house are on the boat deck. A deckhouse amidships 
on the lower promenade deck houses the deck and 
engineer officers. The dining saloon is also on this 
deck. 

Accommodation tor the European crew is in a deck 
house on the shelterdeck amidships, while the Javanese 
stewards are berthed in the shelter tweendecks aft, with 
their galley and messroom in the deckhouse above. This 
deckhouse also contains the laundry. 


Main and Auxiliary Machinery 


As stated previously, the propelling machinery com 
prises cross-compound, double-reduction geared turbines 
constructed by the International General Electrie Com 
pany of Schenectady, U.S.A. They are designed to 
develop a maximum of 9,350 s.h.p. with a propeller 
speed of 87.7 r.p.m. The normal service power is 
8,500 s.h.p. at which the corresponding propeller speed 
is about 85 r.p.m. Steam is supplied to the turbines 
at a pressure of 440 Ib. per sq. in. and at a tempera 
ture of 740 deg. F. at the steam strainer inlet. The 
set consists of an S8-stage, 6,159 r.p.m. H.P. turbine and 


Low-pressure steam turbine for the “Billiton” with top 
half of casing removed 





Diagrammatic top view of International General Electric 
cross-compound geared turbine 


in S-stage, 3,500-r.p.m. L.P. turbine connected throug 
flexible couplings to double-reduction gear. A two 
ge reversing element is included in the forward end 
L.P. turbine. Under normal steam conditions 

ith a steam flow equal to the normal ahead steam 

the astern element develops 80 per cent of the 
normal ahead torque at a propeller speed of #2.5 r.p.m. 
Ihe set can be run astern at a propeller speed of about 
2m. for one hour. Steam to the set is admitted 

eh oa manceuvring valve manifold containing a 
strainer, an astern valve and an astern guarding 

In addition to the ahead valve, steam to the 


turbine is further controlled by a governor valve 


1 in the manceuvring valve manifold, and = by 
three hand-operated valves at the high pressure tu 
bine Steam to the astern turbine is direct from. the 


istern-guarding and the astern valves included in’ the 


i \ ling system follows the usual 
mergency protection whicl 
speed of the turbine exceeding its mani 
| 


ied speer more than 15 per cent. Tt also 


down the turbin in the event of failure of the 
iting oil svstem 


is generated two Foster Wheeler watertuls 


Top half of gear casing assembly 


boilers designed for superheated steam and = for oil 
firing. Electrical power throughout the ship is supplied 
by three 250-kKW DAC. turbo-driven) cenerators. Phe 
turbines run at 5,645 rop.em. and the single-reduection, 
single-helical reduction gearing gives a generator speed 
of 1,200 repem. Each generator is a) two-wire com 
pound wound unit) of drip-proof construction and 
designed for flat compounding at full load to no load 
with three per cent regulation of the turbine. The main 
electrical installation is principally a D.C. system at 
230 volts and an A.C. system at 220 volts for which 
iwo converters are installed. 





SHIPS’ STRUCTURES 


(Continued from page 574) 


ihis hip, and on a riveted sister 
stresses ane detlections in each structure were 
deduced under known applications of loading at se: 
programme, involving the use of specially designed instru 
ied out in 1945-47, and analysis of the recorded 
data Is now pproaching completion This promises to 
throw much light not only on the stress response in the main 


ments, was 


ures to known applied forces, but also on the intensity 

entrations at discontinuities and local bending 

S ating. The work of the British Shipbuilding 

Research Association and of the Shiv Structures Committee 

n the ULS.A. are examples of this broadened and most 

protitable pproach to the wide range of problems always 
lling fo 


The machinery for the ‘“ Billiton” 

assembled in the Schenectady factory 

of the International General Electric 
Company 
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ROUND THE SHIPYARDS 
Work in Progress in Scotland 
By THE SHIPPING WORLD'S Own Correspondent 


THERE has been a steady flow of new business to 
Scotland, even if the longer delivery dates have en 
couraged some owners+—Scots incidentally to go to 
Holland for their ships. Among the business noted in 
the last few weeks are two 10,500 tons deadweight cargo 
motorships for Hellenic Lines, Ltd., from William 
Hamilton & Co., Ltd., with machinery by David 
Rowan. William Denny & Bros., Ltd., have booked 
three orders, two for tramp steamers and one for a 
cargo liner, all of approximately 11,000 tons. The liner is 
for the Pacific Steam Navigation Company, of Liverpool, 
and the tramps for A. G. Pappadakis, of New York, 
and George Nicolaou, Ltd., of London, respectively. 

British Railways have allocated their new tonnage, 
promised some time ago when modernisation of the 
Clyde fleet was discussed. The contracts include one 
general-purpose vessel from the Ailsa yard, two passen 
ger vessels from Inglis, of Pointhouse, one from Yarrow, 
one from Ardrossan and two general-purpose vessels 
from Denny. Efforts to cut this programme were re 
ported, but it is now confirmed that the work is to pro 
ceed. An interesting feature on the technical side is that 
all these new Clyde steamers are diesel-engined with 
speeds of about 15 knots. John Brown & Co., Ltd., at 
Clydebank, are to build another 19,000-tons d.w. tanker 
for Compania Atlantica Pacifica S.A. This was an 
nounced at the launching of the Clydewater from John 
Brown's in early June. Wm. Denny added two more in 
mid-June when they announced two 7,500-tons ships for 
Bowaters’ Newfoundland Pulp & Paper Co., Ltd. 

Among important launchings (in addition to that of 
the Clydewater) is the largest tanker yet built) on 
Clydeside, the 28,100-tons d.w. tanker British Realm, 
launched from Fairfield’s on June 7. Equally interest 
ing is the fact that she is almost entirely welded 
an indication of the steady expansion of welding tech 
nique in Scotland. The British Tanker Company busi 
ness placed on Clydeside in the 36 years of the com 
pany’s operations totalled no less than 60 tankers of 
750,000 tons d.w., costing some £26,000,000, Mr. R. 
Gillespie, managing director of the British Tanker Co., 
Ltd., told the gathering at this launch. With this 
latest addition, their fleet now numbers 154 ocean 
going tankers, of 1,890,000 tons d.w., while some 25 
other tankers are now building or ordered for the com 
pany. There are still other ships on order for asso 
clated companies, making the fleet a most impressive 
one indeed. 





The first-class cocktail bar of the recon- 

ditioned Cunard liner ‘*Samaria’’ is 

decorated to illustrate Chaucer’s ‘ Ship- 
manne’s Tale”’ 
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A. & J. Inglis, Ltd., of Pointhouse, launched a whale 
catcher, the Setter VII, eighth of a series of such 
vessels to come from this yard. The Pointhouse yard 
has established a reputation in this field and ino addi 
tion to the eight already mentioned has built four more 
whalers for overseas owners. 

The current delay in delivery of ships is a dangerous 
trend in view of Continental ability to offer faster ser 
vice. One company, Rispond Tankers, Ltd., has placed 
orders for two 28,000-tons tankers in Holland because 
the, builders there were able to offer ce livery one year 
ahead of that offered by any British yard. Experience 
will show whether that policy is justified; for British 
yards it demonstrates that they cannot hope to main 
tain an indefinite leadership in shipbuilding unless then 
deliveries compare favourably or unless they have some 
thing else to offset the advantage of faster delivery. 

Fires in shipyards are fortunately not a frequent 
occurrence. Lobnitz & Co., Ltd., of Renfrew, have the 
sympathy of the industry in the loss by fire of much 
valuable material in the pattern, template and joinery 
departments. Roof, first and second floors were badly 
damaged and work was concentrated on limiting the 
blaze from spreading to adjoining buildings. 





CUNARD LINER “SAMARIA” 
First Sailing After Refit 


THe 20,000-tons liner Samaria has reioined the Cunard fleet 
with remodelled passenger accommodation after complete 
reconditioning She will sail regularly in the company’s 
recently Southampton) Havre-Canada — Service, 
carrying 250 first and 650 tourtst-class passeagers, in Company 
with her sister ship Scythia, also recently reconditioned. The 
Samaria is the last of eight Cunarders, totalling 200,000 tons, 
to be reconditioned, and with her return to service the full 
Cunard passenger fleet will be operating normally on the 
North Atlantic for the first time since the war, 

Perhaps the most original feature in the Samarta’s first 
* Shipmanne’s ** Bar, illustrated 
on this page Here, in an entirely new room built to adjoin 
the library and writing room on the uvver promenade deck, 
has been created an atmosphere of this most appropriate 
of the Canterbury Tales Behind the cocktail bar is the 
principal decorative feature of the room, Margot Gilbert's 
colourtul mural, 9 ft. long, illustrating the ** Shipmanne’s 
Tale.” Heraldic shields of the veriod with Charges add an 
original touch to the wall treatment and interest is further 
aroused by the obscure and esoteric words used in heraldry 
inlaid in the table tops 

As in the Scythia, the starboard garden lounge has been 
transformed into a modern cinema, with seats for nearly 150, 
iailable to all passengers 
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NORWEGIAN PASSENGER SHIP “ NORDLYS” 
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Profile and general arrangement of the single-screw Norwegian passenger motorship “ Nordlys”’ 
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Pa 
Motor Tanker ‘* Bellona ”’ 


The completion has taken place of the 
single-screw motor tanker Bellona, 
a vessel of some 8,350 tons gross. 
Built by A B Gotaverken, of Gothen- 
burg, for Rederi AB Concordia 
(Per Waller), Gothenburg, the Bellona 
carries a cargo deadweight of 13,020 
tons with a draught of 27 ft. 9} in. 
Her principal dimensions are 483 ft. 
6 in. length o.a., 59 ft. breadth 
moulded and 35 ft. 6 in. depth. 
The propelling machinery has been 
supplied by the shipbuilders, and 
consists of a 6-cylinder two-stroke 
single-acting diesel engine. This 
engine develops 5,200 i.h.p. at 112 





r.p.m. and provides the ship with a 
loaded speed of 13 knots 
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Motor Cargo Liner ‘*‘ Lylepark "’ 


ne Steamers. Ltd. (J. & J. Denholm, Ltd.), has taken delivery of the single-screw motor driven cargo liner Lylepark from Charles 


Ltd. Of 5,269 tons gross, she is of 9,200 tons deadweight and is fitted with a cruiser stern. She has a length of 423.7 ft., a 

{a depth of 25.1 ft., while her net tonnage is 2,754. A service speed of ||} knots is maintained bya diesel engine of the 

ngle-acting type. This engine has been supplied by David Rowan & Co., Ltd., and develops a total of 2,500h.p. The 
diameter of the cylinders is 232 in., the stroke being 91 jj, in 
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MARITIME NEWS IN BRIEF 


From Correspondents at Home and Overseas 


Travel & Holidays Asso the North of England for the Ministry of Supoly, and sin 
tf many difficulties 1950 the end of the war he has served under the Foreign Off 
Britain’s tourist: trade, as Eeonomic Controller, Hamburg 


international situation in’ the IN suny of this year The Clarkson Thimble Tube Boiler Co 
esults would have been even Ltd., celebrates its silver jubilee During 25 years the com 
pany has supplied over 600 Clarkson marine boilers for waste 
heat recovery service in diesel-engined vessel ind as on 
tired units. The total number of boilers l pes supplier 
international routes, giving by the company exceeds 3,700 

rt in increase of 16 mn 

previous veat Of the total 
in dollars from America and 
ed Stat visitors, including 


om all varts of the world was 
or cent over 1949 Oversea 
country and paid £26.35 mn 


THe appress of the London office and works 
Bros. & Co., Ltd., engineers and crane makers, 
Crane Works, Station Approach, Long t 
Middlesex (telephone Uxbridge 2288 


National Shipping Authority is considering a re : 
 Misiealh ¢ cs ; = p ee HE ANNUAL Southampton shipping ) 
sritish G nt to use vessels owned b he , } 
iounie’ : ie Heaan! WMatth Mites te be held on Julw 4 in Winchester Cathedr 
ent to eart wn ore fror ) f 


‘ : 

\ uniform yarties of the shipping companies 

use of U.S. ships for this purpose was among u | Nas OpING 
: : . Dp Southampton Docks, together with parties from the 
doby Mr. Stokes, Lord Privy Seal, , : 
training schools and establishments, will march from W 

Washingtor ' 

! 


re chester station to the Cathedral, and the sermon will 
of Mr. G. I Hotblack, a director preached by the Rt. Rev. Svencer Leeson, the Lord Bishon « 
S.N. Company and associated Peterborough 
bscriber to lovd's " = | 
" hdes ‘ L ig " From Avril 1, 1950, when the services of Cable & 
wat essen savriat set “ _ Wireless, Ltd., in the United Kingdom were transferred 


torst Ss were thos ol ‘ . - 
gary Bic Paros Ltd th the Post Office, uo to March 31, 1951, the Post Office cal 
with the Bank telegrams, an increase of 2,08#,020 on the combined to 
superintendent, and handled by Cable & Wireless and the Post Office durit 
yineer, are to retire previous 12 months 
A. Scobie and Tat 


ind wireless services handled a total of 23,088,526 overse 


Ministry of Transport shield for the best wreck sery 
performed by HLM. Coastguard and companies of the Coas 
Tees, has beet Life Saving Corps during the vear ended March 31. 1951. ha 
Authority been awarded to the Campbeltown (Argvll) company 
their services in the rescue of the crew of eight from 
oak ts wwev. Pax steamer Briscoe 9 in Seotember 
more becomes defence TtGnoarMen emploved on the Wear and at Seah: 
undertake the coordina been granted a wage Increase f I2s. 6d, a week bys 
ison with the Admiralty National Arbitration Tribunal The men had clam 
n connection with the rise They are also to get a second week's annual he 
Stead has been mad beginning next vear, and double time will he vat 
Il. P. Brown, assistant Sunday work 
J. A. Bennett Powell, A woror launch, built by Weatherhead & Son and pr 
vided by the Merchant Navy Welfare Board, has been handed 
director o over to the Nigerian Port Welfare Authorities for use t 
le ioined Hove Lagos. More than 100 British and foreign vessels use the 
ae port each month, and the launch will be of creat benetit t 
the monthly £500 seamen who visit Lagos 


wards became a partner 
rmed in conjunction watt 
Earle was A New canteen for dock workers, with accommodation for 
Saltie Ex OO at one sitting, was opened last week at 1/2 Pennington 

Street, London Dock. This is the fifteenth industrial canteer 


i sane to be provided by the Port of London Authority 


I 


std.) Mr. Lumley was As rrom July 2 the telephone number of the head off 
fegion Controller nd works of Gent & Co., Ltd... will be Leicester 36151 





MR. R. B. STOKER 


SIR JOHN FISHER 
. SHE has been appointed a 


overnin director of 
ees Shes ey ee director of Manchester 


Ltd.. was elected presi- — — ny gee 
dent of the Baltic & ee lee eee) oe ee 
International Maritime company's ship manage- 
Conference at the bien- ment department, re- 
A ceived his early training 

nial general meeting in 
Seackholre. Sir fonts at Manchester Docks, 
sIso chairman of Middle and from 1934 to 1936 
East Coastal Services he served with Furness. 
pe Cyprus. pie Withy & Co., Ltd., at 
Montreal. During the 

Nicholsons (Glasson 
icky ibe ete Second Worid War he 
’ am was deputy Ministry of 

managing director of the Ww T 

Abbey Sand Co., Ltd sy lllcapes gsi blogs seo 
: : } sentative at Gourock 

and a director of several 
He was one of the 

other companies He 
Aig resct ocogge ee founders and the first 
Council of the Chamber honorary secretary of 
of Sh in and in Manchester Junior 
1939 se he 1 tas Chamber of Commerce, 
St Caaniin ‘aaa Shere and is honorary director 
gs : of the Manchester 

Sea Division, Ministry 
of Teananees Guardian Society for 
~ the Protection of Trade 
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DIESEL ENGINES 


Direct reversible marine engines 150 to 3600 b.h.p. 
Engines for auxiliaries from 70 b.h.p. 


NYDQVIST & HOLM AKTIEBOLAG, Trolihattan, Sweden 











SCOTTISH PORTS 





Grancemoutn, Bo'ness, Methil and Burntisland on the East Coast, 
and Ayr and Troon on the West Coast are favourably situated to 
serve Scotland. They all have facilities for handling general cargoes 
and for expeditious distribution. 


GRANGEMOUTH Ground available for storage of 
BO’°NESS rIMBER and PITWOOD 


GRANGEMOUTH Efficient appliances for the shipment 
METHIL & AYR of COAL 


GRANGEMOUTH Extensive OIL installations connected 
by pipe-lines to ship berths 


FOR FURTHER INFORMATION APPLY AS UNDER-— 

GRANGEMOUTH & BO'NESS Dock Manager, Dock Office. Grangemouth 
VETHIL & BURNTISLAND Dock Manager, Dock Office, Methil 

{YR & TROON Dock Manager, Harbour Office, Ayr. 


DOCKS AND INLAND WATERWAYS EXECUTIVE 
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MET CHELL COIIS: co. LIB. 


WINCHESTER HOUSE - GOLD BROAD STREET : LONDON:E:C:2 
COALING CONTRACTORS and STEAMSHIP AGENTS 





in conjunction with 





NATAL NAVIGATION COLLIERIES ¢ ESTATE CO.LTD. 


specialise in BUNKERING at 
DURBAN (Natal) - CAPETOWN - MOMBASA 


PORT SUDAN - 


COLOMBO - MAURITIUS 


WITH BEST NATAL COAL 








EAGLE AVIATION LTD. 


draws the attention 
of shipowners 
to their fleet of four Avro York aircraft. 
These aircraft are ideal for crew movements 
also for the transport of ships’ spares. 
Maximum economy - Maximum speed. 





Head Office 
29 CLARGES STREET, LONDON, W.1. 


Tel: GROsvenor 6411 Cable: Speedlode Audley, London. 





SHIP DELIVERY 


We specialise in the delivery of any 
type of seaworthy craft 


Telegrams. “Pedanderco Telephone: Mans. Ho. 1921/2 


PEDDER & MYLCHREEST L™: 
1546, FENCHURCH ST., LONDON, E.C.3. 




















ADMIRALTY CHARTS 


The LATEST EDITIONS of Charts, 
Plans and Sailing Directions 
published by the Hydrographic 
Dept., can be obtained from 
Admiralty Agent for Charts, 
J. D. POTTER, Publisher of Nautical Books, 
—__—_____—— and Bookseller. 
145, MINORIES, LONDON, E.C.3. (Tel. : Royal 1369) 


Large Stocks of Nautical and Technical Books of all 
descriptions. 





N. HINGLEY 


& SONS, Ltp. 


Dudley 


CABLES ANCHORS 

















HIGGINSON’S 


Cargo Ships’ 


Blocks Gear 


HIGGINSON & CO. sae 


none 7, Hurst Street, LIVERPOOL, | [ivdraul 




















KINGHORN PATENT 
ROGLER-HOERBIGER 
PATENT 





and Disc or Plate 
Valves of every de- 
scription for Pumps, 
Air and Gas Com- 
pressors, Diesel 
Engine Scavenge 
Kinghorn Valve Pumps, etc. 


THE METALLIC VALVE CO., LTD. 
SANDFORD STREET, BIRKENHEAD 
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BIBBY LINE 


UNITED KINGDOM, CONTINENT, 
MARSEILLES, EGYPT SUDAN, CEYLON 
AND BURMA 


Ail enquiries to — 
BIBBY BROTHERS & CO., Martins Bank Building, Water 
Street, LIVERPOOL, 2. 














P. Ss. N. Se 


LIVERPOOL, BERMUDA, BAHAMAS, CUBA, 
JAMAICA, PANAMA CANAL, WEST COAST OF 
SOUTH AMERICA. 

Also via Bahia Blanca & Punta Arenas 


THE PACIFIC STEAM NAVIGATION CO. 
Pacific Building, James St., Liverpool, 2 
London Agents: Royal Mail Lines, Leadenhall St. E.C.3 
Freight: McGregor, Gow & Holland, Ltd 
16, St. Helen's Place, London E.C.3 

















New Zealand Line 


® Passenger and Cargo 
Services via Panama 


Particulars from J. B. WESTRAY & CO. LTD 
138 LEADENHALL ST., E.C.3 + Tel. (AVEnue 5220) 


THE NEW ZEALAND SHIPPING Co. Ltd. 











oo: OEE oe 


o AUSTRALIA 


CEYLON 
AUSTRALIAN POR 


FOR PARTICULARS 14 COCKSPUR 
APPLY 
ORIENT LINE 


«+» LONDON, S.w.t Tet TRA Tat 
7 BISHOPSGAWE, LONDON, E.C.2 Tel MAM 3456 


9 KINGSWAY w.c.2 TEM 1258 er Agents 








ELLERMAN LINES | 
World-Wide Services 


Linking 
U.K. CANADA U.S.A. 
with 
SOUTH & EAST AFRICA 
PORTUGAL, MEDITERRANEAN, 
EGYPT, LEVANT & BLACK SEA, 
RED SEA & PERSIAN GULF 
INDIA & PAKISTAN, 
CEYLON & BURMA 
MALAYA, PHILIPPINES, CHINA & JAPAN 
AUSTRALIA & NEW ZEALAND. 


| Hall Line, Ellerman & Bucknall Line, 
| City Line, Ellerman Line 
Papayanni Line, 
Westcott & 
Laurance Line, 
Head Office 


104-7, LEADENHALL STREET, 
LONDON, E.C.3. 
LIVERPOOL—Tower Building, 
j Water Street 
beatcdsahetannattos Bothwell St., C.2 


3 
ONAANO AT ATEN T 


{AAAARN 


AULD Bi 


World-Wide Services 














BRAZIL URUGUAY 
ARGENTINA 
WEST INDIES 
SPANISH MAIN 
CENTRAL AMERICA 
NORTH PACIFIC COAST 


ROYAL MAIL LINES, LTD. 


London : Royal Mail House, seas E.C.3. America House, Cockspur 


» S.W.t 
Liverpool : The P.S.N. Psa “Pacific Building, James Street, (2) 











| Suaws Gavint Line. 
se 


\ 4 SOUTH AFRICA 





% AUSTRALIA 


HEAD OFFICE 


88, Leadenhall St., London 


PASSENGER OFFICE “& NEW ZEALAND 


Ila, Lower Regent Sr., L 
S.W.1 
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BRITISH & CONTINENTAL 
STEAMSHIP CO., LTD. 


AMSTERDAM . ROTTERDAM .DUNKIRK . ANTWERP . GHENT 
& TERNEUZEN from and to LIVERPOOL & MANCHESTER 
ANT WERP & GHENT from and to GLASGOW 
GHENT from and to BELFAST 


AGENTS 

LIVERPOOL and MANCHESTER 
For Rotterdam, Amsterdam and | 

Ghent and Terneuze 

Turner & Son 

BARROW: James Fisher & Sons, Ltd 
GLASGOW: Clyde Shipping Co., Lt 
BELFAST: G. Heyn & Sons Ltd. : James Little & Co., (Belfast Ltd 
ANTWERP, GHENT, TERNEUZEN: John P. Best & Co.,S.A 
ROTTERDAM: P. A. Van Es & Co.; Phs. Van Ommeren (Rotterdam) N.\ 
AMSTERDAM: Van Es & Van Ommeren Holland Steamship Co 
DUNKIRK: L. A. De Baecker 
LONDON : I’hs. Van Onmeren (London), Ltd., Baltic House, 27 Leadenhai 


junkirk Steamers : Wilson, Son & (« 
eamers : J, T. Fletcher & Co 


Street 


R.C.3 
PARIS: Pbs. Van Ommeren (France) 8.A., 11, Rue Tronchet, Se 











FREIGHT AND PASSENGERS 


Regular Sailings 
LONDON, LIVERPOOL, NEW YORK & CANADA 


to 


AUSTRALIA & NEW ZEALAND 


PORT LINE LTD. 
CUNARD HOUSE, 88, Leadenhall Street, London, E.C.3 
Phone : Avenue 1270 


Telegrams Portships, Fen, London 











HOULDER BROTHERS &% CO, LTD, 


Shipowners, Insurance Brokers, Passenger & 
eneral Forwardin (Sea and Air) 


G Agents 
REGULAR FAST SERVICES to 
RIVER PLATE 
From Liverpool, London, Bristol Channel & Antwerp 


and to SOUTH AFRICA 
SHT ENGAGEMENTS made and goods insured and forwarded 
By Sea and Air 
TO ALL PARTS OF THE WORLD 
Office: 53, LEADENHALL STREET, LONDON, E.C.3 


eat Liver Glasgow por n.), Bristol, Swansea 


hu Ss pt sir ! hetfield, Bradford 











bund Cape wn 
ex in Argentina and Uri y ‘ n milder Brothers 
rgent Ltd r a Plata and 

















MOSS HUTCHISON LINE LTD. 


REGULAR FREIGHT SERVICES FROM LIVER- 

POOL AND GLASGOW TO CASABLANCA AND 

MEDITERRANEAN PORTS. ALSO FRANCE, 
SPAIN AND PORTUGAL 


For Freight apply ta ° 
MOSS HUTCHISON LINE LIMITED, 
30 JAMES STREET, LIVERPOOL 2. 


GLASGOW: MANCHESTER 
95, Bothwell Street, C.2 196 Deansgate. 


LONDON 
clo THE GENERAL STEAM NAVIGATION CO. LTD., 
1S, Trinity Square, E.C.3. 

















CARGO FROM 
Hamburg, Bremen, London & East Coast U.K. Ports 


U.S.A. GULF PORTS 


BROWN, JENKINSON & CO., LTD., 113 Fenchurch Street, E.C.3. 
WES “BOUND LOADING BROKERS 


Gatveston, Houston, New Orleans & Mobile 
to East Coast U.K. & North Continent 


by ROPNER LINE 


SINR. ROPNER & CO (MANAGEMENT) sin R. ROPNER & CO. (LONDON) LTD. 


Coniscliffe Road, Darlington 22 St. Mary Axe, London, E.C3 
Telephone 2811 Telephone: AVE. 2153 


STRACHAN SHIPPING CO.—New Orleans and all U.S. Gulf Ports. 














PsO and B.I. 


From United Kingdom and Continental ports 
to EGYPT, ADEN, RED SEA PORTS, INDIA, | 
PAKISTAN, CEYLON, E. & S. AFRICA, | 
MALAYA, CHINA, JAPAN, AUSTRALIA, etc. 


For details of services, fares, etc., apply— 
P. & O., 122, Leadenhall St.. E.C.3 e@ 14, Cockspur Se. S. W. 6 
© 9, Kingsway, W.C.2¢ 
B. |. ‘Agents Gray Dawes & Co.), 12?, Leadenhall St., E. C.3 








UNION-CASTLE LINE 
Za 


OC 
Cfouthe and FCs Uji tu 


WEEKLY MAIL SERVICE 
from SOUTHAMPTON 
also Intermediate & East African 
Sailings from LONDON 
Head Office 
3 FENCHURCH ST, LONDON, EC3 

MAN 2550 (Passenger MAN 9104) 


West End Passenger Agency 
125 PALL MALL, SWI WHI /91! 


— 











WILSON LINE, HULL fi 0 ines 
REGULAR SERVICES 


From Hull, London, Liverpool, Manchester, Middlesbro’, Newcastle, 
Aberdeen, Swansea, Newport, Antwerp, Dunkirk, etc,; to and from 
Norway, Sweden, Denmark, Poland, Baltic States, Portugal, Mediterranean 
Adriatic & Levant Ports, Egypt, India, Pakistan, Canada & United States. 


PASSENGERS Passenger Services to Norway, Sweden, Denmark, 


Poland. Italy, United States and Canada, etc. 
MARINE INSURANCE Insurances arranged on Cargo by 
our own and other steamers to and 
from all ports at ciirrent rates of premium. 
Lighter Owners Forwarding Ajents, Warehouse Keepers and Sworn 
Weighers Bunkers supplied. 








For Rates of Freight. Fares, Insurance, Forwarding, etc., apply to 
ELLERMAN’S WILSON 1.INE, Ltd., HULL 
or Branch Offices at Leeds, Shetlield, Manchester, Birmingham Bradford 
and Grimsby; or London Agents—THE UNITED SHIPPING CO 
Ltd., 108, Fenchurch St., Fondon. £.C.3, London Brokers for Indian and 
Pakistan Trade—GELLATLY, HANKI.Y & CO., Ltd., Dixon House, 
1, Lloyds’ Avenue, London, E.C.3., or 62, Pall Mall, 8.W.1. 
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THE BANK LINE 


OPERATING THE FOLLOWING SERVICES 


AMERICAN AND INDIAN LINE—Calcutta, Chittagong, Rangoon and 
colombo to Halifax Boston, New York, Philadelphia Baltimore 
and Norfol): (Va.) 

AMERICAN AND INDIAN BRANCH LINE SERVICE—Rangoon, 
Chittagong, Madras, Madras Coast, Colombo and Malabar Coast, 
filling up if necessary at Aden and Port Sudan) to Halifax, Boston 
New York, Philadelphia, Baltimore and Norfolk (Va.) 

BOMBAY AMERICAN LINE—Bombay to New York and Philadelphia 

AMERICAN AND ORIENTAL LINE—U:SS. Atlantic and Pacific Coast 
ports to Philippines, Hong Kong, Shanghai, Japan, Indonesia and 
Malaya, returning to Canada and U.S.A. via Suez Canal 

CALCUTTA to RIVER PLATE PORTS—Chittagong, Calcutta and 
Other Indian Ports Colombo and Malabar Coast to Brazil 
Montevideo, Buenos Aires, Rosario and Bahia Blanca 

INDIAN CHILEAN LINE—Calcutta, Chittagong, Rangoon, Singapore 
and Indonesia to West Coast of South American ports 
Calling at Colombo and Cochin when opportunity offers 

INDIAN AFRICAN LINE) Carrying passengers and cargo from 

INDIA-NATAL LINE Rangoon, Chittagong, Calcutta, other 
Indian ports and Colombo to East and South African ports and 
vice versa (Vessels of the Iindia-Natal Line also call at 
Madagascar when opportunity offers 

ORIENTAL AFRICAN LINE—Carrying passengers and cargo from 
Japan, Shanghai, Hong Kong, Philippines, Borneo, Saigon, Bangkok 
and Malaya to Mauritius Reunion East and South African ports 
and vice versa 

U.S. GULF to AUSTRALASIA—Regular sailings from all U.S. Gulf ports 
to all ports in Australia and New Zealand. Calling at Trinidad en 
route when sufficient inducement offers 

U.S. GULF to SOUTH AFRICA—U.S. Gulf ports to South and East 
African ports 

PERSIAN GULF—General! Merchants, Export, Import and Ship Agents 


For Freight and Particulars apply to— 


ANDREW WEIR 


SHIPPING & TRADING CO., LTD. 
19-21, BURY STREET, LONDON.  E.C.3. 





ANGLO BALTIC LINES 


U.K. PORTS 
to 
GDYNIA GDANSK & FINNISH PORTS 
also 


KLAIPEDA (Memel) LIEPAJA (Liban) 
RIGA and TALLINN 


when conditions permit, and sufficient inducement offers 


Forfurther particulars apply to— 


UNITED BALTIC CORPORATION, LIMITED, 


158, Fenchurch Street London, E.C.3 


Telegrams ‘* Orienteako,’’ London 
Telephone No.: Mansion House 3311 (8 lines) 








MAC ANDREW LINE 


SPAIN AND MOROCCO 
Regular Services from LONDON, LIVERPOOL and Principal U.K. Ports 


Express Service by fast Motorships from 
LONDON and LIVERPOOL to BARCELONA 


HALL’S LINE To LISBON and GIBRALTAR 


Express Service by fast Motorships from LONDON to GIBRALTAR 
GLYNN LINE ‘Toe west !TALyY and sicity 


For Freight and Passage apply to— 


MACANDREWS & CO., LTD., 
Plantation House, Mincing Lane, London, E.C.3. 
Telephone : MANSION HOUSE 1543 
Cunard Building, Water St., Liverpool, 3 Tel : CENTRAL 3922 
BRANCH HOUSES ar * Barcelona *® Madrid * Tarragona 
* Castellon *Burriana fa ® Gandia ®Denia 
* Carthagena * Almeria *Seville and Bilbao 

Branches with ® act as Lloyd's Agents. 


Agencies in all other principal ports 











FURNESS LINES 


FURNESS LINE 
London to Philadelphia and New York. 
FURNESS WEST INDIES LINE 


New York to U.S. Virgin Islands, British & French 
West Indies, Venezuela and Trinidad. 


Newfoundland and Canada to U.S. Virgin Islands, 
British & French West Indies, Venezuela & Trinidad. 


FURNESS RED CROSS LINE 


New York to Saint John, N.B./ Halifax, 
N.S./ St. John’s and Corner Brook, N.F. 


FURNESS-WARREN LINE 
Liverpool to St. John’s, Newfoundland, Halifax, 
N.S., and Boston. 


FURNESS PACIFIC SERVICE 


Manchester to Los Angeles, San Francisco, Victoria 
and Vancouver, B.C., via Panama Canal. 


Loading Brokers Manchester Liners Ltd. Manchester 2. 


FURNESS BERMUDA LINE 


New York to Bermuda. 


JOHNSTON WARREN LINE 
Antwerp, Hamburg and Liverpool to Piraeus, Volo, 
Thessaloniki, Izmir. Haydar Pasha, Istanbul, Black 

Sea, Roumanian and Danubian Ports 


For further information apply :— 

FURNESS WITHY & CO., LTD., 
Furness House, Leadenhall street London, E C.3. 
Also at LIVERPOOL, GLASGOW, LEITH, 

MIDDLESBRO’ AND NEWCASTLE 


PRINCE LINE 


CANADA & U.S.A.— BRAZIL — RIVER PLATE — BRAZIL 
TRINIDAD — U.S.A. & CANADA 
U.S.A. — SOUTH & EAST AFRICA — US.A 
U.S.A. — FAR EAST — E. CANADA — USA 
U.K. — MEDITERRANEAN — U.k 
ARGENTINA & URUGUAY — UK 


For further information apply 


PRINCE LINE LTD. :: 56, Leadenhall St., E.C.3 














The 





COMPANY LTD. 
iatiske Kompagni) 
AGEN 


THE EAST ASIATIC 
Aktieselskabet Det O 
COPENH 





FAST FREIGHT AND PASSENGER’ SERVICES 
Agents in the United Kingdom: United Baltic Corporation Ltd., London 
Freight and Passenger Agents : Escombe, McGrath & Co., London, Glasgow, 
Birmingham, Liverpoo!, Manchester, Middlesbrough, Southampton 
E. Hyde & Co., London (for Australia Line) 





Nagelar Sobvicel 
BETWEEN ALL MAIN 
PORTS IN THE UNITED 

KINGDOM 


as 
, 
ROYAL LIVER BUILDING 


LIVERPOOL 
Telephone 


tral S4o48 
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NORTH OF ENGLAND PROTECTING, 
INDEMNITY & WAR RISKS ASSOCIATION 


(Established 1860) 


The Association covers Shipowners in : 
PROTECTING—Against claims for one-fourth damage done to other 
ships or vessels, damage to structures, loss of life, personal injury, etc. 
INDEMNITY eye liabilities arising in connection with cargo, &c. 
WAR RISKS ull and Machinery, &e. 
Class IV—WAR RISKS—Freight, Disbursements, &c. 
The interests of “embers are safeguarded at the principal ports in the World 
by official Legai Representatives and Nautical Experts, who have full instruc- 
tions to act and to assist Masters in the case of need. 


Principal Office: NEWCASTLE-UPON-TYNE: Collingwood Buildings 

Branch Offices : GLASGOW—1!34, Se. Vincent St.,C.2. CARDIFF—The Exchange 

Mount Stuart Square. LONDON—24, St. Mary Axe, E.C.3. LIVERPOOL—!23, 
erby House, Exchange Buildings 

LESLIE MANN, ¢ Aairma J. W. TODD, Ge 

J. W. DUNCAN 


Class I. 








Efficiently equipped for 
timber, wood pulp 
and all 


cargoes 


Despatch 
Bunkering Facilities 


Write : H. J. Hanna, 
General Traffic Manager, Preston 
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These people depend on Coal to transport 
their merchandise to all parts of the World... 











At all points of 
the compass 


COAL stands for Power Once the stately but slow 

clipper brought us merchandise from the Orient. 

Now, except where the native plys his trade up and Chinese Junks tramp 
down the rivers, steam-ships have superseded sail Silk ‘and other Merchandise 
Since the earliest days of steam, Mann, George & Co., 

and Associated Companies, have been engaged in the 

shipment and distribution of COAL overseas. 


Telephone: ROYAL 2500 


MANN. GEORGE & CO. LTD. 


CORY BUILDINGS FENCHURCH ST LONDON. EC.3. 














FLOODLIGHTING FUNNELS, Erc. 


PATENT STEEL HATCH CEYERS 


With an average breadth of 
24ft. have been fitted to! 500,009 
gross tons of shipping, with 
satisfactory results 


With this experience behind us 
hatch cover problems can safely 
be placed in our hands 


No tarpaulins. No web beams 
No tents. Rapid operation 
Minimum upkeep costs. 


SPECIALLY DESIGNED PROJECTOR Enquiries invited 

WHICH CAN BE PLACED WITHIN 5’ to 6’ OF 

THE FUNNEL GIVING AN EVEN LIGHT OVER 
THE WHOLE FUNNEL 


Economical and Efficient 
A. & R. BROWN LTD. ” J 
Makers f MacGREGOR & CO. (Naval Architects) LTD 
90 REGENT ROAD, WHITLEY BAY, NORTHUMBERLAND. 
Liverpool Phone : Whitley Bay 21189 


Continental Branch:—ETS MacGREGOR-COMARAIN, 14, RUE 
Reg. Design No. 857407 CHARLES LAFITTE, NEUILLY-SUR-SEINE, FRANCE 


























WEDNESDAY, JUNE 27, 1951 THE SHIPPING WORLD VOL. CXXiIV 


No. 3026 





‘et 








RET TT Wee RE HEE EE EEE EEE 





JOHN BROWN 


x % © Company Limited * * 








The works of Messrs. JOHN BROWN & CO., 
LTD., at CLYDEBANK, are well equipped 
for the construction of Passenger Liners and Cargo 
Vessels, Cross Channel Steamers, Oil Tankers, 
Reciprocating Machinery, Geared Steam Turbines 
and ‘Diesel Engines ; also Gas and Water Turbines, 
Pressure Vessels and Equipment for the Petroleum 
Industry 


CLYDEBANK 
ENGINEERING AND SHIPBUILDING 


WORKS : 
CLYDEBANK, near GLASGOW. 





Registered Office: Atlas Works, Sheffield. | Telephone No: Clydebank 2020 (10 lines) 





London Office: Telegraphic Address: 
8, The Sanctuary, Westminster, S.W.1. Shipyard Clydebank 
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